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It is quite customary in many indus- 
BUILDING FOR 


tries, and this applies to many elec- 
THE FUTURE << eo PP y 


tric railroads, that shops or buildings 
are built or equipment is purchased in excess of the imme- 
diate needs. This may be done for various reasons, the most 
usual of which is to take advantage of a favorable market or 


ready funds. While this policy is sometimes justifiable, 


especially in the case of unimproved real estate, care should 
be taken before making the purchase to weigh carefully the 
advantages and the disadvantages of any considerable an- 
ticipation of a company’s needs in all property subject to de- 
preciation. It should be borne in mind that depreciation 
plus interest charges, even on buildings, seldom amounts 
For 
instance, if a shop is built with the expectation that the 


to less than 10 per cent and may be much more. 


requirements will gradually grow up to it during a period 
of five years, the extra building will have acquired an 
overhead charge during that time of over 30 per cent on 
the original cost of construction. This amount is based on 
a 10 per cent charge compounded on a non-revenue-pro- 
ducing investment equal to the cost of the idle part of 
the building reduced one-fifth each year for a period of 
five years. It is seldom that the advantage gained by the 
purchase of material or labor at any particular time will 
vary more than 20 per cent from the mean, but, assuming 
such a saving of 20 per cent in the case just mentioned, 
the final result would be a net loss of Io per cent on the 
cost of that part of the building which was in excess of the 


actual requirements. 


When the Chicago City Railway 
and the Chicago Railways Com- 
pany $1,870,907 as 
the city of Chicago’s 55 per cent of the net profit of the 
1gi2, the city 


DISPOSITION OF 


CHICAGO SURPLUS 
turned over 


business for the year ended Jan. 31, 
traction fund was increased to a total in excess of $8,027,- 
This large sum has accumulated as a result of 
1907 and 


represents 55 per cent of the profit in excess of all oper- 


000. 
the traction settlement ordinance passed in 
ating expenses and after 5 per cent has been paid on 
the capital investment. It will be seen that the rate of 
increase of this fund for the past five years has been about 
Much interest is centered in the ulti- 


The traction 


$1,600,000 per year. 
mate use of the money thus accumulated. 
ordinance provides that the city shall deposit the amount so 
paid to be kept and used for the purchase and construc- 
tion of street railways by the city. Some propose to carry 
out the suggestion in the ordinance and use it for purchas- 
ing the existing transportation facilities; others want to 
use it to build a subway, and still others suggest reducing 
the city’s proportion and thus enabling the railway com- 
panies to expend the amount gained by the reduction in bet- 
tering the existing service. The railway companies have 
no objection to the use of the fund for purchasing the 
existing properties, nor would they object to material bet- 
terments in the nature of universal transfers between the 
surface and elevated lines and through routing of elevated 
lines that might have the effect of reducing the city’s share 
of the net profits. Under a ruling of the Supreme Court 


the city may use the traction fund in constructing an inde- 
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‘ pendent subway if it so desires, but if the fund is employed 
in this way and operated in competition with the surface 
lines in the downtown district, it would materially reduce 
the city’s 55 per cent of the net earnings of the surface limes: 
In all probability the unification ordinance which is now 1n 
process of preparation will, when passed, establish a com- 
munity of interests in behalf of the city and the financial 
organizations controlling the surface and elevated lines, 
and will contain some provision relative to the use of the 
city’s traction fund which will be satisfactory to all, 


The Cleveland pay-as-you-leave or 
post-payment car, which is described 
elsewhere in this issue, adds another 
interesting chapter to the present remarkable renaissance in 
street railway car design and operation. Probably the first 


CLEVELAND POST- 
PAYMENT CAR 


person to suggest this reversal of passenger entrance and 
exit movement was William S. Twining, formerly chief 
engineer Philadelphia Rapid Transit Company, whose pay- 
as-you-leave designs for both single-end and double-end 
operation were described in the Srreer RAILWAY JOURNAL 
for Jan. 18, 1908. The platform arrangements of the 
Twining and Cleveland designs differ materially, however, 
inasmuch as the former provides for a platform cab at 
diagonally opposite corners alongside the bulkheads. On 
the Cleveland car, which is arranged for single-end opera- 
tion, the motorman, although isolated, stands in his usual 
position opposite the center vestibule sash, so that there is 
no more need for a front bulkhead than there is for a rear 
bulkhead on a pay-within car. The rear bulkhead of the 
Cleveland car has a single door which leads to an exit pas- 
sage under the immediate surveillance of the conductor. 
In agreement with Cleveland standards, the long rear plat- 
form has been retained for the convenience of smokers, 
who are at liberty to stand in the area between the con- 
ductor’s railing and the dash. The longitudinal seating 
along the exit side of the car permits the use of a wide aisle. 
In theory, the pay-as-vou-leave feature is quite attractive 
from the viewpoints of headway and fare collection, be- 
cause fares can be paid more quickly as the passengers 
leave one by one at many points along the line than when 
many enter the cars with no cash in hand at a few busy 
corners. In practice, however, it may be found that absent- 
minded or dishonest passengers will leave at the front door 


at places where large numbers of people enter, and when 


the motorman is too busy with switch irons or otherwise 
occupied to stop them. The converse action—namely, the 
abuse of the front exit for entrance to prepayment cars— 
is much more unlikely, because the conductor has the op- 
portunity of collecting the fare as soon as the motorman 
points out the guilty person and, of course, before the 
latter has ridden a great distance. Another apparent objec- 
tion to the delayed fare payment scheme is the probability 
that time would be lost if the service conditions called for 
the unloading of large numbers of passengers at transfer 
points, theaters, baseball parks and the like, when some 
passengers might force their way out of the car without 
paying fare. It would seem, therefore, that a C. O. D. 
system of fare collection offers many difficulties unless the 
cars are unloaded at properly inclosed terminals and a 
policeman is at hand. 


ELECTRIC RAILWAY JOURNAL. 


[ Vo. KOCK Le NOn ry: 


FORMS OF CONTRACT FOR PURCHASING POWER 


An elaborate discussion has been going on in National 
Electric Lighting Association circles as to the proper form 
of contract for selling power to railroads. Various more 
or less intricate demand systems have been put into prac- 
tice for this kind of work of which the results have been 
sometimes satisfactory and sometimes quite the reverse. 
The main question on the part of the railway is an ex- 
tremely simple one. Can it purchase power from the cen- 
tral station company cheaper than it can generate the same 
power in a station of its own? If it can save by purchas- 
ing all the power it requires, it is likely to do so. If no 
saving can be shown over a conservative estimate based on 
the power production, there is no object in any contract. 

In examining the subject, one should consider the mag- 
nitude and distribution of the load, the probable diversity 
factor as far as it can be ascertained, the effect of this di- 
versity factor and the effect of the maximum requirements 
of the railway upon the output to be provided. From the 
standpoint of the central station the amount and kind of 
maximum demand is a somewhat important matter in set- 
tling the rate at which it can afford to supply power. The 
railway company, on the other hand, has to suit its maxi- 
mum demand to the traffic which it carries and has to fig- 
ure out the relation of its probable load factor to fixed and 
operating costs in its real or hypothetical station. So far 
as the railway is concerned, its costs, when determined, 
could be figured on the basis of cost per car per year, per 

They would all 
Any rate is built 
up of a group of factors of which, in establishing a basis 


car mile or on any other convenient basis. 
come to the same thing in the long run. 


for reckoning, some are accurately evaluated and others 
are taken by general average. The whole system of vari- 


The 


maximum demand is commonly, but not necessarily, one of 


ables is too intricate to treat by any rigorous method. 


the factors ascertained with a fair degree of exactness. A 
good many questions have been raised as to the way in 
which the demand should be reckoned for railway service, 
whether on a maximum peak basis, maximum for a few 
minutes, for an hour or two, or for some longer period. 
Any one of these hypotheses leads to a good working result 
if its relation to the alternative hypotheses is known, other- 
wise not. 

For example, if we take the not uncommon and reason- 
able view that the demand element in the price of power to 
a railway company should depend on the amount of capacity 
set aside for the railway company’s use, that amount in 
kilowatts in the generators may be based on any kind of 
peak hypothesis. If one-minute peaks are considered im- 
portant, then one must take into consideration the ca- 
pacity of the generating machinery on a one-minute peak 
or a succession of such peaks under such circumstances as 
he may care to figure. 

If short peaks are to be considered negligible, then the 
maximum demand may be figured on half-hour or hour 
peaks, each hypothesis involving its own set of conven- 
tions regarding the rating of the machines required to 
supply the service. For example, the very important recent 
contract for power in Cleveland between the Cleveland 
Electric Hluminating Company and the railway is based 
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on the long-peak hypothesis. Under the terms of the 
agreement the power company is to have before the first 
of next November a stand-by capacity for four railway 
substations with a total maximum demand of 15,500 kw. 
Now, this demand is reckoned as follows: Each month 
the demand at each supply station shall be reckoned by 
taking one hour out of each of three consecutive days, so 
that this aggregate of the three hours’ output shall be the 
greatest obtainable during the month by this summation. 
In other words, the maximum demand is based on the 
maximum recorded in three one-hour peaks on three con- 
secutive days. It is possible that some human being may 
know the relation of this particular maximum demand to 
the average load on the generators. If so, we shall be 
greatly pleased to have the process of obtaining the rela- 
tion explained. In brief, if peaks as long as one hour are 
to serve as a basis for maximum demand, the generators 
must have-an overload capacity not only big enough to 
take care of this hour maximum but to handle as well 
short peaks of very much larger amplitude. 

So long as generators are rated very conservatively so 
that an hour peak may be carried with ample overload ca- 
pacity in reserve for heavy five-minute peaks without en- 
dangering the machines or injuring the regulation, one can 
get along very comfortably on a long-peak hypothesis. 
If, however, as is not uncommon, generators are rated well 
up toward their ultimate capacity for an hour or two, one 
must be extremely cautious lest the neglected short peaks 
involve the station in trouble. A bigger generator must 
ordinarily be furnished for a given long-peak rating than 
for the corresponding short-peak rating, and this fact must 
be taken into account in figuring the stand-by charge on 
which the price is based. On large railway systems the dif- 
ference between an hour peak and a five-minute peak for 
the maximum demand will generally be considerably less 
than on small systems. In other words, the value attached 
to the maximum demand in reckoning the price of power is 
very largely a conventional thing, depending on the under- 
lying hypotheses. If the demand is known in advance, one 
can take it by general average and base the price of power 
on a flat rate per kilowatt-hour just as well as he can figure 
the demand rigorously and take the time at which it occurs 
by general average. As a practical matter, if one is going 
to base a maximum demand on railway peaks for the pur- 
pose of ascertaining the standby charge, a short-peak 
period is more important than a long-peak period. We are 
inclined to think that one-minute fo five-minute peaks will 
often give a fairer basis of trading than half-hour or hour 
peaks. For intermittent service generally, if peak readings 
are to be considered at all, they should be those which ex- 
press the severest conditions of service. 

The only value of the maximum-demand principle to the 
central station is really the friendly pressure it may bring 
upon a railway company to adjust its system of operation 
so as to produce a good load factor and to avoid extreme 
conditions. For this purpose a demand based on short 
peaks is a very useful thing, but it really is no more scien- 
tific or logical to put the demand in the contract, aside from 
this practical reason, than it is to use a flat rate deduced 
with the average demand conditions as one of its factors. 
In other words, the whole matter resolves itself, not into 
the matter of so-called scientific rate making, but into the 
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matter of drawing a contract so as to produce as far as may 
be possible good operating conditions on the one hand and 
good service on the other. For this purpose the demand on 
the short and severe peaks must not be left out of account, 
and this plus the simplest possible kind of meter rate 
should answer most purposes well. Assuming that one puts 
demand requirements in the contract for the purpose al- 
ready stated, a price may as well be set per kilowatt-year 
of maximum demand as in any other way, this basis being 
as simple as any. The ultimate figures will come to the 
same thing in any event. 


CENTER-ENTRANCE CARS 


Elsewhere in this issue appears a description of a new 
center-entrance car which has just been built for the Wash- 
ington Railway & Electric Company. This is the third low 
center-entrance car to be illustrated within six weeks, the 
first being the “stepless” car-of the New York Railways 
Company described in the issue of March 16 and the sec- 
ond being the Brooklyn Rapid Transit car described in the 
issue of March 30, Each marks a different and distinct 
degree of departure from present standards. 

The Washington car is designed most nearly in accord- 
ance with present practice. Its design even suggests the 
possibility of converting some forms of standard cars to the 
center-entrance type, and the use of any standard truck 
is possible. This latter condition also applies to the Brook- 
lyn car, but the sloping floor and sliding doors of the 
Brooklyn car prohibit the rebuilding of standard car bodies 
The New York car, 
with its drop sills, its end-seat wells and its extremely low 
truck bolster, resembles standard design in hardly any im- 
portant respect. Both Brooklyn and Washington make use 
of a depressed center portion, or well, 16 in. above the rail 
in the former case and 26 in, in the latter. The highest 
points of the floors are respectively 32 in. and 36 in. above 
Neither the New York nor the Brooklyn cars use 
a step and in consequence there is no necessity for grab 
handles. Both have sliding doors. The Washington car, 
on the other hand, has an ingenious folding door which 
when open forms passageways for incoming and outgoing 
passengers, and it also has a folding step which works in 
connection with the door. One noteworthy feature of the 
Brooklyn and New York cars is the special provision made 
In the former car the motorman occupies a 
cab similar to that on an elevated or subway car, and the 
space taken by this cab is available for passengers when it 
In the New York car -not 


in accordance with the new design. 


the rail. 


for the crew. 


is not in use by the motorman. 
only is a separate cab provided, but both motorman and 
conductor are provided with seats. Taken 
altogether, the three cars indicate an apparently satisfac- 


tory solution of the present demand for an operating unit 


permanent 


which will give a greater seating capacity and which, 
through convenience of access, will improve operating con- 
ditions. It seems reasonable to believe that one, if not all, 
of the three types will be perpetuated, as they offer dis- 
tinct advantages over end-entrance cars. They are, of 
course, really in the experimental stage as yet, and after an 
extended trial they may be found subject to objections 
which will offset their evident advantages. However, such 
a possibility appears to be decidedly remote. 
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New Fireproof Car Storage House of the 
Cincinnati Traction Company 


Description of 
the Use of 
has re com- 
car storage house on 

the location 
Car 


Company 


from the Cincinnati 
raction Company's repair 


oi the house is 220 cars. This 
a. Iy< 

en the seven additional bays 

he terminal of the Clark Street 

is ima facturing dis- 


any money to 
ijacent structures, and it 


The result 


nnati Traction 
‘he present structure, 


is of fireproof construction, 


\ ee : ino 374 Cars—Novel F 5 Ini rainage 
a Fireproof Structure for Housing 374 Cars—Novel Features Include a We Roof Drainag 
Portable Curves Instead of Transfer Tables or a Ladder and Connecting Curves 


hanging the doors allows only one track to be cleared at a 
time, but they are very simple and easily handled, and each 
door is provided with a lock, so that as each bay is filled 
up with cars it is protected against intrusion. 

The roof is of reinforced concrete in a 7-in. slab. A 
detailed section showing size and spacing of the reinforcing 
is presented. One of the most interesting features in the 
building construction is the roof design, which, of course, 
requires no beams or projections of any sort. The cost of 
forms for constructing the roof slab was reduced to a 
minimum by corbeling out the sides of the brick walls, 
leaving a 4-in. projection five courses below the lowest point 
in the roof slab. These corbels were used to support the 
2-in, x 12-in. timbers which were placed vertically and on 
which the forms were laid. These 2-in. x 12-in. timbers 
were spiked 12 in. apart in pairs, so that they were self- 
supporting, which eliminated all need of any bracing. 


Cincinnati Carhouse—General View Showing Rails on Which Portable Entrance Track Runs 


being built of brick, steel and reinforced concrete. Mono- 
lithic concrete foundations support the brick walls. All the 


outside walls are 13 in. thick and are laid with red pressed 
brick and dark red mortar. The inside walls are of com- 
mon brick and 9g in. thick. 

To keep down the fire risk, there are no doors or win- 
dows in the exterior walls except the entrance doors in 
front and one small door in the rear, There is one opening 
in each division wall in the rear, which is equipped with 
double Underwriters’ automatic closing doors. One object 
of these doors is to provide exit from the rear end of the 
bay in case a fire should break out. Since the openings are 
in the extreme rear it is improbable there would be any 
injurious effects by heat in case there was a fire. The bays 
are 20 ft. wide in clear, which provides ample space for two 
tracks. 

The entrance to each bay of the carhouse is provided 
with two tin-clad sliding doors, to ft. 1% in. wide and 
14 ft. 1 in. high, the construction details of which are shown 
in the illustrations. These doors are mounted on separate 
tracks which are supported on bolts set in the heavy rein- 
forced concrete lintels over the entrance. This method of 


Wooden wedges were used under the ends of these 2-in. x 
12-in, timbers, so that it was an easy matter to adjust them 
and remove the forms when the concrete was dry. In fact, 
an old car with a large platform was used for this purpose. 
The forms were lowered and laid on the car, the car was 
then run along the track and the forms were then re-erected 
without having been taken down on the ground. They were 
similarly transferred from one bay to another when they 
were needed. 

Before the plans were begun a survey of the property 
showed a natural slope across the bays of about 1/ro in. 
per foot. Whiie this is less than is usually allowed for 
drainage, it was decided that with this method of construc- 
tion and a tar and gravel roof it would be sufficient. Hence 
the elevations of the tops of the foundations and walls fol- 
low this general slope, and a natural drainage was provided 
on the roof slab. Slight depressions have been made at 
intervals of 48 ft. to form gutters, 

No metal work or tin spouts were used to carry the 
water from the roof, but the roof slab projects a sufficient 
distance over the end wall on the low side of the building 
to protect the walls from the falling water. This drainage 
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system will be continued when the other bays are con- 
structed, and a concrete gutter parallel with the low side 
of the roof will carry the water to the creek, which is 
closely adjacent. 

_ Daylight is admitted to the bays through 5-ft. x 6-ft. sky- 
lights, spaced 48 ft. apart, at the high point of the roof 
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Cincinnati Carhouse—Section of Bay 


along the center section of each bay. The skylights are 
elevated sufficiently to provide space for ventilation. Sky- 
light construction details are shown in the illustration and 
consist of all steel frames mounted on concrete-curbed 
openings which are provided in the roof slab. The metal 
skylight sashes are glazed with wire glass. 
FIRE PROTECTION 

A complete dry sprinkler system will be installed. 
Anchorages were embedded in the concrete during con- 
struction for the sprinkler system hangers, which will in- 
clude three distribution pipes to each bay. Two pipes are 
supported on the partition walls at the height of the top of 
the average car window, or 8 ft. 11 in. above the tops of the 
rails, and the third will be supported on hangers in the roof 
slabs at the same elevation as those on the side walls. All 
outlets will be spaced 8 ft. apart and staggered. 

Water for the fire protection system will be supplied 


Wire Glass Metal Sash 
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Cincinnati Carhouse—Detail of Opening and Concrete 
Curb for Skylight and Ventilator 
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Cincinnati Carhouse—Detail of Concrete Beam at Front 
of Building 


from a tank of sufficient size to take care of the entire 
structure. This tank will be erected on a tower supported 
on the partition walls on either side in the rear end of 
Bay No. 9. The partition walls at this point have been 
reinforced for this purpose. 

As this carhouse will be used for storing summer and 
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winter equipment out of season, as well as surplus cars, the 
transfer of cars will be infrequent, and still further to 
eliminate the fire risk it has been decided to leave out all 
trolley wires and lights; in fact, there will be no electrical 
current in the building whatever excepting a push car 
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Cincinnati Carhouse—Detail of Doors 


which will receive current from two cables mounted on 
reels, counter-weighted to take up the slack. 
PORTABLE CURVE 

To get cars on and off the storage tracks a portable en- 
trance track curve is used, which of course was very much 
cheaper than thirty-four permanent curves. In fact, the 
portable curve cost less than $1,200. Since there are no 
trolley wires in the building and a push car is used to move 
the cars it would have been necessary to install a transfer 
table long enough to take two cars, but with the portable 
curve the push car can handle three or four cars at times, 
and an entire track can be emptied without changing the 
position of the portable curve, whereas with a transfer 
table two shifts would be necessary for each car, 
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Cincinnati Carhouse—Plan of Storage Carhouse 

The portable entrance track curve, as shown in the illus- 
tration, consists of two 150-lb. T-rails, which is the section 
generally used for large traveling cranes. These rails are 
curved to the radius as shown, and with the two approach 
rails which serve as switch points are mounted on sixteen 
wheels, These wheels run on five supporting rails. Two 
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of them are the rails in the main track to the carhouse on 
which the approach rails are supported when the curve 1s 
in service: the other three are located 6 ft. Io in., 5 ft. 
214 in. and 13 ft. 7 in. respectively from the main track. 
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rails at the carhouse end of the curve holds it in place 

when it is in use. ay 
Each wheel which supports the portable curve on its nve 

rails is double-flanged and is mounted in a cast-steel angle 
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Rail Joints must come at Angle Bars 
Pins for Wheels 24” Diam. 
Flangeway 2” P 
Wheels on Ourve to be 8 Diam, 
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and Bronze Bushed 


Cincinnati Carhouse—Plan and Detail of Portable Entrance Track for Use with Push Car in Moving Cars In and Out of 
Carhouse 


This whole track system for supporting the curve is carried 
on wooden ties except that a steel rail. replaces every 
fourth tie. The use of very heavy T-rails for the portable 


bar, which is securely bolted in position on the curve rails 
with 6%-in. bolts. The wheels are of cast steel and are 
bronze-bushed and 8 in. in diameter, except those under the 


Cincinnati Carhouse—Front View Showing Portable Entrance Track and Push Car 


curve eliminates any necessity for close spacing of the sup- 
porting rails. 

There is a difference in elevation between the running 
rails and the carhouse rails equal to the vertical height of 
the portable curve. A bolt lock on the gage side of the 


approach points, which are § in. in diameter. The rails 
were cut to such lengths that the combination angle bars 
came into the right position for the supporting wheels. 
One-inch round iron tie rods are used on the portable curve 
for adjusting its gage. 
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Center-Entrance Car of the Washington Rail- 
way & Electric Company 


This Car Is Designed to Utilize Standard Equipment—The Car Body Is Built in Ace 


ordance with Existing Practice, 


Except for the Changes Necessitated by the New Type of Entrance 


A new type of center-entrance car has just been built for 
trial by the Washington Railway & Electric Company. It 
kas been developed primarily for the purpose of increasing 
the seating capacity of the operating unit and avoiding the 
use of trailers. Incidental to the larger number of seats and 
the improved loading facilities which are the natural re- 


Each half of the car body is practically balanced upon 
one of the trucks, which are set upon the rather short 
spacing of 22 ft. between center pins. This dimension was 
required primarily because of the short transfer tables 
used by the railway, as a greater distance between trucks 
would have prevented the cars from getting into the repair 


8-2” 


ae 


Washington Center-Entrance Car—Floor Plan, Showing Arrangement of Seats 


sults of the center entrance, the height of the first step from 
the ground, about which there has been so much recent 
comment, has been materially reduced. In general, the 
car has been designed strictly with the idea of adapting 
present standards to the use of center doors. Standard 
trucks are used, and the floor framing is as far as pos- 
sible in accordance with usual practice. There are, how- 
ever, a number of details which are distinctly novel. 
CONSTRUCTION 

The car body is built up from a floor framing composed 
of wooden side sills, with deep sill plates and I-beam center 
sills, which extend for the entire length of the car and 
take the thrusts from the bumper beams at each end. The 


Washington Center-Entrance Car—Pivoted Seats Atedett 
and Door-Operating Handle on the Right 


floor framing is complete in itself, and none of the weight 
is carried by the beam action of the car siding. In fact, no 
belt rail is used, and the side sheathing below the windows 
is of light wooden construction. 


shops. However, the fact that the trucks are brought close 
together permits a very light construction at the center of 
the car, which on account of the well and door openings 
might otherwise be difficult to support. 

The floor of the well in the center of the car, which is 
ro in. below the main floor level and 26 in. above the rail, 
is reached by means of a wide step which extends outside 
of the car for the full length of the well and is 13 in. 
above the rail. This folds up against the side sill when the 
door is closed. The center sills are bent down at an angle 
of about 45 deg. to pass under the well, being framed into 


Washington Center-Entrance Car—Side View, Showing 
Center Entrance and Folding Step 


the side sills about 3 ft. from each side of the well by a 
pair of needle beams. The side sills are stopped off at each 
side of the well and their ends are connected by heavy 
gusset plates to the sill plate at each side of the well. 
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Wooden posts and a plain arched roof are used. The 
windows are unusually high and are equipped with sashes 
which are hinged horizontally near the center and which, 
in consequence, can be raised up into the space between 


Washington Center-Entrance Car—Side and End View 
of Car 


the ceiling and the roof. These sashes are made with 
metal stiles, rails and hinges. They are not equipped with 
-counterbalance, but the total weight 1s not excessive and 
they can be lifted with very little effort. 

Standard two-motor trucks of the Brill outside-link sus- 
pension type are used. The wheels are 30 in. in diameter 
and the truck bolster plate is 26 in. above the rail. 

ENTRANCE AND EXIT FACILITIES 

The center doors are 7 ft. 8 in. wide. Each opening is 
divided into three parts by two posts upon each of which 
is pivoted a three-part door. The latter is made of two 
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rotating the center panels on their respective posts the two 
outside parts of each door follow the track in the door- 
frame and either straighten out the doors so that they fill 
the door opening or collapse them to form division plates 
between the two exits and the entrance. The doors on 
one side of the car are operated by a crank placed waist- 
high above the floor of the well and on the opposite side 
of the car from the doors which it operates. The con- 
ductor operates this crank by hand. A connection on the 
same crank raises or lowers the step so that when the 
door is closed the step is folded up against the sill and no 
foothold exists for anyone trying to board the car. 

Side seats are arranged on each side of the well. These 
seats are rotated into a vertical position on the side of the 
car where passengers are entering and leaving and help to 
form division plates for the incoming and outgoing pass- 
ageways. On the opposite side of the car the door will, of 
course, be kept closed, and the side seats, when let down 
into place, prevent the door from opening, as they offer 
a permanent obstruction to the hinged portion of the door 
in case of an unintentional attempt to fold it up. The hori- 
zontal and vertical positions of the seats, together with the 
short posts at the inner edges from which they are pivoted, 
are shown in the interior view on page 687. 

An automatic door signal which rings two bells in the 
motorman’s cab whenever the door is closed is installed. 
This device is the invention of W. A. Wenner, master 
mechanic of the company, and it was installed by the Con- 
solidated Car Heating Company. 

It is not planned at present to use any form of fare 
box or coin register, as the conductor takes up fares from 
the passengers entering the car through the center one 
of the three passageways in the door. The two outside 
passageways in the door are to be used for exit only, and 
in this way the car follows the theory of the pay-as-you- 
enter type. 

DIMENSIONS AND WEIGHTS 


The principal dimensions and weights are as follows: 


Length over bumpers................ a 
Width: .OwGr posta... 51 aie Monee aw bec om eae 
Width of door opening stot Ske a Fie. Si MMe, Wont Gey wR ee Mion ae 
Centers) Of trucks... += s«aes ee eres ¢s Ae it... Uta. 


Prom piventent £01) Stef cewece sys clo~« «cuca aan oie mane aie 13 in 
Step te westibule or wWelbac eee vd. is ou «06 nv deck oe ee ee ee 13 in 
‘Westibtle to sacs. «cw cckn oe eee aa ce % oub ee eee eee eee 10 in. 
Rromrail over trolley Boards... 5. <<< sus wee ae eee ee oe 11 ft. 7 in. 
Wheelbase of truck: s.o5c acim c <0 ws a me ce oe eee 4 ft. 0 in 


Washington Center-Entrance Car—Side View Showing Car with Door Closed and Step Folded Up 


wide panels and one narrow one, the center of the wide 
panel in the middle rotating around the post. There are 
‘rollers at the top and bottom of the center line of the 
other large panel, which slide in grooves at the top and 
bottom of the doorframe. Similar rollers are placed at 
the top and bottom of the outside edge of the narrow 
panel, and these also slide back and forth on the track. By 


Diameter of wheels 


Height of truck center Sete weeks vo mics eae aE” on, 
Weight of body without electrical eQNIPMEhY. Vesencocy ewe 15, 120 ib. 
Weight of nomaplow trusts cues iermavcn ir celin cca acne 5460. Ib. 
Weight of plow truck casevaneeen anne nee host ies ae eae ib. 
Weight of car body. per:Gentracmercnpeeieeneei neni: ne omeennee 286 Ib. 


INTERIOR ARRANGEMENT 
Phe seating capacity will be fifty-three. Of these, thirty- 
SIX passengers will face forward, four backward and thir- 
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teen sideways, There is room for thirty-one standing pas- 
sengers, making a total capacity of eighty-four for the car. 
This high capacity for a 41-ft. car is obtained largely 
through use of the space ordinarily occupied by the plat- 
forms and by the motorman, who will not be separated from 
the passengers. Two stanchions will, however, be placed 
immediately back of the motorman so that a curtain may 
be drawn down behind him at night in order to shield him 
from the glare of the lights in the interior of the car. On 
each side of the motorman will be longitudinal seats hold- 
ing two passengers. These are at both ends of the car, At 
the rear end of the car standing passengers occupy the 
space devoted to the motorman at the front end. _ 

Lighting of the car will be accomplished by two rows 
of incandescent lamps extending the full length of the 
body and set on approximately 3-ft. centers. There will 
be a total of twenty-six lamps, which will all be plain in- 
candescent globes. The interior lighting will be used to 
illumine the signs at the side of the car. One of these signs 
is located over each center door and it can be read from 
the interior of the car as well as from the exterior. The 
route signs at the front and rear, however, are equipped 
with individual lights. 

Globe ventilators in the roof will provide air circulation 
in the car, and in cold weather heated air will be brought 
in through the floor by the fan draft of a Peter Smith 
electric heater. 

The car was constructed by The J. G. Brill Company in 
accordance with the ideas of C. P. King, president, and 
W. A. Wenner, master mechanic, of the Washington Rail- 
way & Electric Company. It is the trial car for an order 
of sixty which is to be placed within a short time. 


IMPROVEMENTS MADE BY THE CAPITAL TRACTION 
COMPANY. WASHINGTON 


Including its Seventh Street carhouse, which is now in 
process of reconstruction, the Capital Traction Company, 
Washington, D. C., during the past five years has rebuilt all 
of its carhouses and has constructed a new central power 
station and two substations, in addition to building 13.868 
miles of single track on the underground conduit system. 
The work began in 1906 with the extension of the Four- 
teenth Street line when there were no double-truck cars on 
the city system. The old carhouses, therefore, had to be 
rebuilt to handle 45-ft. double-truck cars instead of 26-ft. 
single-truck cars, and new transfer tables had to be con- 
structed to handle the larger equipment. This carhouse re- 
construction included the rebuilding of the Georgetown 
three-floor terminal of reinforced concrete, steel and brick 
construction, while the carhouse was in continual use and 
without interfering with its operation. 

CARHOUSE WORK AND CAPACITY 

The Fourteenth Street carhouse, which has served as a 
model for all the later carhouse work of this company ex- 
cept at Georgetown, is a reinforced-concrete structure 
which was described in the Erecrric Ratrway JouRNAL of 
Jan. 8, 1910, The Water and P Street carhouse is now 
being rebuilt according to the same standard. The Four- 
teenth Street carhouse has one story and a basement, the 
Navy Yard carhouse two stories, the Georgetown terminal 
three stories and the Water Street structure one story. 
The Navy Yard carhouse has no elevator, but the cars are 
brought to the higher level over an inclined track, which is 
made possible by the topographical conditions. The car- 
house capacities are as follows: Georgetown, 142 cars, 
Fourteenth Street, 131 cars; Navy Yard, 209 cars; Seventh 
Street, 67 cars; or a total of 549 42-ft. cars (the company’s 
present standard) in addition to 199 25-ft. cars. The Chevy 
Chase carhouse has a capacity for about eighten interurban 
cars. 

The several carhouses are not only of fireproof construc- 
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tion, but are sectionalized by fireproof walls so that not 
more than forty cars are stored per section. Sprinkler sys- 
tems are installed everywhere except at the Georgetown 
terminal, where the clearances were insufficient. A novel 
feature in this connection is the suspension of the lighting 
conduit and lamps from the aisle sprinkler piping. Pro- 
vision 1s made in the carhouses for making minor repairs 
to the cars and equipments in a small overhauling section 
conveniently located. This is the only car section which is 
heated. Adjacent to this section are the sand-drying and 
sand elevator rooms, oilroom, men’s quarters, receiver's 
and superintendent's offices, etc. The sprinkler supply tank 
is located on the roof of this utilities section in the car- 
houses equipped with the sprinkler system. 

GEORGETOWN CAR ELEVATOR 

A special feature of the terminal rebuilding was the in- 
stallation of an Otis counterbalanced elevator made for 
cars up to 45 ft. long. With this elevator it is possible to 
take a car from either of the two storage levels to the 
street in two minutes. The maximum speed is 50 ft. per 
minute, and the length of travel from the first floor to the 
third floor is 34 ft. 1 in. This elevator, which is 12 ft. x 
46 ft. in area, with a structural steel platform, is practically 
a duplicate of the elevator at the 146th Street shops of the 
New York Railways Company. One interesting variation, 
however, is that there is a slot for one-third of the platform 
length to take care of the contact plows of a car. Conse- 
quently the motorman can leave the elevator at once with- 
out making any adjustments. 

The motor is guaranteed to run sixty round trips with 
60,000-Ib. load two consecutive hours, using 550 to 600 volts 
d.c., without any part heating more than 60 deg. C. above 
the surrounding atmosphere. The controller is of the elec- 
tromagnetic type operated by a switch on the car. An 
automatic safety brake is applied to hold the car securely 
at the landing. This brake is actuated by spring pressure 
and is constantly in service except when electrically re- 
leased during the normal operation of the elevator. It 
therefore applies instantly if the current supply is inter- 
rupted from any cause. An automatic safety device stops 
the engine when the car reaches the upper or lower ter- 
minal, The operating switch is arranged to turn auto- 
matically to the stop position and bring the car to rest 
should it be released by the attendant. 

SHOPS AND POWER HOUSE CHANGES 

The M Street shops in Georgetown were also enlarged 
in 1906 and rebuilt for double-truck operation. The recon- 
structed overhauling section of this shop is to be furnished 
with a heating plant, as steam will no longer be available 
from the Grace Street power station, which was located but 
a short distance from the shop building. The new George- 
town power station embraces many interesting features, 
especially in the turbine layout. It will be described in an 
early number of the ELtecrric RAILWAY JOURNAL. 

CARS 

The first order for double-truck cars, given in 1906, cov- 
ered thirty semi-convertible type and twenty-one of the 
open type. Early in 1908 an order was placed for twelve 
additional semi-convertible cars, and later in the year thirty- 
nine pay-as-you-enter cars were purchased. The twelve 
semi-convertibles were changed to pay-as-you-enter cars in 
the company’s shops during the latter part of 1908. In this 
same year the company bought fifteen suburban cars of the 
pay-within type and equipped with air-operated fold- 
ing steps and sliding doors. This made a total of sixty-Six 
prepayment cars. All of these cars were bought to care for 
increased traffic. In rgro, after it was decided gradually to 
abandon the use of single-truck cars, 150 double-truck cars 
of the pay-within type were ordered. One hundred of these 
cars have been delivered and the remaining fifty will be 
received during the first half of this year . These latter 
cars are equipped with manually operated folding steps and 
folding doors. 
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Executive Committee in the South 


Visits of the Executive Committee Were Made Last Week in Charleston, Augusta, Atlanta and Other Cities. 


An account of the visit to Richmond of the executive 
officials of the American Electric Railway Association and 
of the American Electric Railway Manufacturers’ Asso- 
ciation, who are making a tour of the principal cities of the 
South, West and Middle West, was published in the 
Erecrric Raitway Journav for last week. The party left 
Richmond for Charleston on the evening of April 18 and 
was met in the latter city on the morning of April 19 by 
officials of the Charleston Consolidated Railway & Lighting 
Company, including P. H. Gadsden, president; G. H. 
Waring, vice-president and general manager; C. M. Bene- 
dict, assistant secretary and assistant treasurer; T. W. 
Passailaigue, superintendent,-and F. B. McKeown, adver- 
tising agent. The company’s plant and system, including 
the new half-million-dollar power plant which is in course 
of construction, were inspected, and at noon the party met 
men prominent in the affairs of the city at luncheon at the 
Commercial Club. In the evening a large audience, repre- 
senting every phase of business and professional life in 
the city, together with public officials, gathered at a smoker 
at the Commercial Club and was addressed by President 
McCarter of the Electric Railway Association, President 
Conwell of the Manufacturers’ Association and Charles C. 
Peirce, of the executive committee of the Manufacturers’ 
Association. 

Mr. McCarter was preceded by Mayor Grace, who ex- 
pressed himself as in favor of municipal ownership. 

“With the very greatest deference to the Mayor,” replied 
Mr. McCarter, “I disagree with almost everything he said. 
The average man does not understand this proposition. 
He thinks we are a lot of get-rich-quick fellows. I say to 
this audience, with all the responsibility that I feel in say- 
ing it, in my official position, that the electric railway 
industry as a whole throughout this country has not been 
a money-making enterprise. People seem to think that the 
elastic nickel will go around forever. It won’t. The cost 
of everything which enters into the construction and opera- 
tion of electric railways is constantly increasing. On the 
other hand, the companies are not getting the full nickel 
fare. They are getting from 3% cents to’4 cents. The 
Mayor quoted me as standing for commissions, and so I 
do. I have come to believe, as a result of my experience, 
that given a commission composed of sober, thoughtful and 
courageous men who will study the needs of the companies 
as well as of the public, and given a sane law, a commis- 
sion will be a protection and not a menace to properties of 
this character. By a sane law I mean one that confers on 
a commission the power of supervision as distinguished 
from that of administration. It is proper that such a com- 
mission should have the power to supervise with respect to 
capitalization and perhaps rate making—fundamental 
things; but if the law goes further and turns over to a 
commission the administration of these companies, you 
have the worst form of government ownership—govern- 
ment ownership without government responsibility.” 

The applause with which Mr. McCarter’s terse and vigor- 
ous statement of his views was greeted indicated that his, 
rather than the Mayor’s, was the attitude of the Charleston 
public on the questions discussed. 

W. L. Conwell explained that the association which he 
represented comprised about 350 manufacturers whose 
products entered into the construction and equipment of 
electric railways. Hence they were in a specially favorable 
position to judge of the character of equipment and service 
required of electric railways. Not only was the cost of 
construction and equipment of the modern electric railway 
high, but in the case of many of them it had been necessary 


to abandon once or twice expensive equipment which was 
entirely sufficient at the time of its installation but had 
been supplanted by newer and improved types. No other 
industry had ever been compelled to scrap so much costly 
machinery in the same length of time, and this was a factor 
which many people failed to recognize when forming views 
respecting capitalization and earnings. ri 

“Tt is a peculiarly unfortunate thing,” said Charles C. 
Peirce, who followed, “that the unit of fare was made 5 
cents. It is an unfair proposition on the face of it. We 
started with a short line in Boston, operated on a 5-cent 
fare basis, and now we are carrying people 16 miles for a 
nickel. That was not contemplated when the enterprise 
was begun, and we have reached this situation because 
those at the head of American street railways were too 
sanguine. When an extension has been demanded for the 
development of a suburb they have optimistically felt that 
it was possible to do a little more—then a little more yet— 
until the time has come when the companies are committing 
the economic error of selling goods below cost. That can- 
not continue. All the companies ask is an opportunity to 
give the very best service at rates which will enable them 
to meet their honest obligations and permit them to secure 
the capital necessary for further railway development.” 

VISIT IN AUGUSTA 

The party reached Augusta April 20, remaining until the 
evening of Sunday, April 21. It was received by Vice- 
presidents J. H. Pardee and James U. Jackson and Gen- 
eral Manager E. C. Deal, of the Augusta-Aiken Rail- 
way & Electric Corporation, saw the company’s system and 
met at the Country Club of Augusta a large number of the 
representative men of the city. In the course of his address 
President McCarter said: 

“There are those, of course, who say that there should 
be competition in the operation of public utilities. That I 
believe to be an error. History has a habit of repeating 
itself, and if in a city where there is but one street railway 
company another receives a franchise, in five years there 
will be but one company and you will be paying in fares 


for the support of both. Business of this kind is a 
natural monopoly. What you need is a regulated mon- 
opoly. If it is, as I have said, a natural monopoly, then 


it is right that it should be regulated, and if it is not a 
natural monopoly, then there is no reason why it should be 
treated as regards regulation in any way different from 
that in which other lines of business are treated.” 

President Conwell said at Augusta: “We, as citizens, as 
business men, as manufacturers, demand perhaps as strenu- 
ously as the rest of the people good service on the part of 
public service corporations, and we are perhaps the greatest 
kickers at service which we do not think adequate; yet we 
know that it is only by a generous support of these corpora- 
tions, by a policy which will enable them not only to meet 
their present obligations but to lay aside a sufficient sum 
for depreciation or obsolescence, that there can be main- 
tained a service in every way reliable and up to date.” 

Mr. Peirce said: “There is no reason in the world why 
we should not charge our customers on the same basis as 
that on which you business men charge yours. Good rail- 
way companies, recognizing this fact, realize that thev are 
bound, as a sound commercial proposition, to keep ‘their 
customers satisfied, and earnestly strive to that end. Give 
them your co-operation to that end. Let us strive to know 
and appreciate our mutual needs and to meet them.” 

VISIT IN ATLANTA 

Monday, April 22, was spent in Atlanta. With President 

P. S. Arkwright, Vice-president W. H. Glenn, Treasurer 
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IS. Mitchell, Jr.; S. E. Simmons, superintendent of trans- 
portation; O~ He Matthews, assistant superintendent of 
transportation; Milt Saul, manager of publicity, and other 
officers of the Georgia Railway & Electric Company, the 
party was taken over the company’s lines. In the afternoon 
a visit was made to the power station at Bullsluice, on the 
Chattahoochee River, where the company has a maximum 
development of 12,500 hp. In the evening a reception was 
tendered the visitors at the Capital City Club, followed by 
speeches which were enthusiastically received. The 
audience was large and representative of every element in 
the city. ; 
President McCarter discussed the alleged oVer-capitaliza- 
tion ot public service corporations and the declaration of 
Senator La Follette that the steam railroads of this country 
are capitalized at $11,000,000,000, but could be replaced for 
$6,000,000,000, and that the $5,000,000,000 difference was 
water which he intended to squeeze out. He said that he 
personally owned no steam railroad securities, but that 
nothing could happen which would so blight the country as 
the practical carrying into effect of such a doctrine as that 
proposed by Senator La Follette. The man who did the 
watering, he said, if watering there was, had long since 
unloaded his securities, and they were now, for the most 
part, in the hands of honest purchasers for value. But 
when the cost of replacing old equipment with equipment 
of an improved type and the increase in the value of per- 
manent property, such as real estate, were taken into con- 
sideration, he doubted if much water remained, and he 
thought that replacement value would be found to equal 
capitalization. All that the companies asked was that they 
should not be ground between the doctrinaire on the one 
hand and the demagogue on the other. They demanded 
only the right to live. Mr. Conwell and Mr. Peirce also 
spoke. 

Mr. Conwell said: “This is a young industry. What 
a tremendous work has been accomplished in the twenty- 
four years of its existence! Yet the work remaining to be 
done is even greater, and it cannot be accomplished without 
the co-operation of the public. Capital is attracted pri- 
marily by the return got for its use. If conditions are such 
that capital is not attracted to electric railway enterprises, 
there can be no further development of those enterprises. 
Money is needed not only for construction and operation of 
the original lines but for extensions and for replacing old 
equipment with new. Only when the rates charged are 
such as to provide for these needs can. the companies be 
in a healthy condition, and if they are permitted to fall 
into an unhealthy condition, the public must suffer through 
inadequate service. Either by the establishment of the 
zone system, by which a single fare shall be charged for a 
ride within the limits of the zone—perhaps extending for 
a radius of 3 miles from the center of the city—and another 
fare, proportionate to the distance traveled, where a pas- 
senger goes beyond the limits of the zone, or else, as has 
been permitted by the railroad commission in Massachu- 
setts, bv an increase of fare, where conditions render it just, 
the incomes of electric railways must be made adequate to 
their needs.” 

Mr. Peirce said: “It is no disgrace to be a public utility 
man. I am proud of the fact that | have put my life into 
the work. Nothing has entered more into the general 
culture of the American people than the American street 
railway. It has enabled the poor man to remove from the 
congested sections of cities, to establish a home in a pleas- 
ant and healthful suburb and to rear his family under the 
blue sky. Notwithstanding the wave of hypercriticism 
which seems just now to be sweeping over the country, I 
am confident that you realize how important a factor the 
development of electric railways is in the expansion of any 
city, and that you will not forget that this business, like 
every other, cannot be maintained except upon a sound 
economic basis.” 
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__ The party reached Nashville early on the morning of 
Tuesday, spent the day in that city, Wednesday in Mem- 
phis and Thursday in Birmingham. It left Birmingham 
early Friday morning on the private car “Advance” for 
Mobile, which was reached Friday afternoon. 


STUDIES IN RAIL CORRUGATION 


On March 26 Prof. Alfred Schwartz and R. G. Cun- 
liffe, Manchester Corporation Tramways, presented a 
paper before the British Institution of Electrical Engineers 
on “Rail Corrugation.” They described a series of experi- 
ments conducted with a model car to determine the slip 
and skid which takes place with trail wheels under various 
conditions of load and track. They also conducted experi- 
ments with a small wheel running on a lead disk by which 
they secured a marked effect on the disk very similar to 
that in rail corrugation. In other experiments a_ steel 
cylinder was rubbed over and rolled over bars made of 
lead, pine, plaster of paris and other materials. The au- 
thors also obtained graphical records of corrugations in 
electric railway rail in actual use. These records were 
made in several ways. In one the rail was coated with 
black lead, then a strip of paper was laid on it and the 
upper surface of the strip was rubbed with a long block 
of wood. Similar records were made of steam railroad 
tracks, of third rails and of trolley wire, all of which 
showed corrugation. Corrugations were also found in 
parts of machines where there are sliding or rolling con- 
tacts and some freedom of motion of one or other of the 
parts concerned at right angles to the surface rubbed, as 
on the collector rings of alternators. 

The authors conclude that corrugation is initiated by the 
action of one or more of the following forces: 

(a) Jumping of the moving system on its passage over 
minute irregularities of the surface, or over an obstacle of 
some magnitude, when the critical speed is exceeded. 

(b) Abrasion and displacement of the surface due to 
the difference between the static and dynamic coefficients 
of friction of the surfaces in contact. 

(c) The longitudinal vibrations of the moving system. 

(d) The transverse vibrations of the moving system. 

The authors distinguish between two classes of corruga- 
tion on electric railway track and term them respectively 
visible and invisible. Invisible corrugation may be deter- 
mined by graphite rubbing and may be due to the methods 
employed by manufacturers in straightening the rails, or by | 
low points in the paving blocks by which the action of 
heavy vehicular speed traffic is brought upon the rails. In- 
visible corrugation does not appear to give rise to trouble 
in practice. 

Visible corrugation on straight tracks is an augmenta- 
tion of the invisible corrugation of short pitch present at 
almost all parts of the track. This augmentation may be 
due to variation in the specific pressure on the contact 
area between wheels and rail caused by the position of the 
wheel flange relative to the rail. An unequal diameter of 
wheels on the same axle or other causes will crowd the 
flange of one wheel against the rail and tend to make the 
wheel climb the rail, thus causing forces which give rise 
to visible corrugation. 


In, the foreign review of the 4. S. M. E. Journal for 
April there appears a discussion to the effect that while 
mild steel alone rusts no more than wrought iron, very con- 
siderable corrosion in steam boilers may take place on 
account of the electrolytic action existing between steel and 
wrought iron. In boilers having wrought-iron shells and 
mild steel flues rapid corrosion may take place, and for 
this reason it is stated that boilers should be made com- 
pletely of either one of these materials. 


092 
CLEVELAND PAY-AS-YOU-LEAVE CAR 


At the suggestion of Peter Witt, street railway commis- 
sioner, the Cleveland Railway recently placed in operation 
on its Euclid Avenue line a single-end car, 51 ft. 6 in. long, 
which has been rebuilt for pay-as-you-leave operation in 
the company’s shop under the supervision of T. Scullin, 
master mechanic. The car is operated single-ended in ac- 
cordance with Cleveland practice. 

The front vestibule, which is used for entrance, is fitted 
with double sliding doors of a type designed some time ago 
by Mr. Scullin for the company’s regular pay-as-you-enter 
cars. A folding step 36 in. wide is used to operate in con- 
junction with this door. An iron railing, open on the right- 
hand side, incloses a space 32 in. wide which is reserved 
for the motorman, The length of the front platform is 
7 ft. 6 in. The front bulkhead was removed to facilitate 
ingress to the car body, but otherwise no structural changes 
were made at the front end of the car. Connections to a 
megaphone which is installed over the bulkhead frame at 
the top enable the motorman to give information that may 
be heard by all passengers. Passage through the car has 
been made convenient by placing thirteen 34-in. cross seats 
on the right-hand side of the car, that is, the right-hand 
side when one faces the front platform. A longitudinal 
seat is on the other side of the aisle. This combination of 
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the platform. Located on the rear platform a short distance 
from the bulkhead and parallel to it is an iron rail which ex- 
tends from the conductor’s position to the single sliding door 
that forms the exit. The conductor’s position is just back of 
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Cleveland Pay-as-You-Leave Car—Sample Car, Showing 
Front Entrance and Announcements 


this rail and is inclosed on three sides by a similar rail 
which also includes the fare box. An opening in the rail 


between this position and the side of the car allows pas- 
sengers to enter the smoking space on the rear vestibule. 


Entrance hy 
(i— 
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Cleveland Pay-as-You-Leave Car—Plan of Seating and Passageway Arrangements, Showing the Liberal Width of 
Aisle and the Provision for Smokers 


side and longitudinal seats is one which has been previously 
followed in Cleveland. As people enter at the front, they 
are requested to go to the rear and fill that portion of the 
car first, leaving the front part for later comers. 

The rear bulkhead is fitted with one self-operating door on 


Cleveland Pay-as-You-Leave Car—Interior, Looking 
Toward Rear Exit 


the right-hand side, facing the rear platform. This door con- 
sequently is on the side of the car farthest from the step on 


A portion of the rail next to the exit is hinged for a length 
of 20 in. so that persons who are occupying the vestibule 
may pass out by raising this rail. The space from the rail 
to the rear vestibule wall, measured at the center of the 
car, is 6 ft. 6 in. The total length of the rear platform is 
Shen aemeloyrs kas 

The conductor has a stamp, fixed to the railing at his 
right, with which he prints the time on transfers when 
issued to the passengers as they leave the car. This stamp 
is manufactured by the Automatic Time Stamp Company, 
Boston, Mass. As on other cars. the time limit for use on 


. 


any of the lines named on the ticket is fifteen minutes. 


The entrance and exit doors are operated with levers by 
the conductor and motorman. It is possible that one of the 
West Side lines will be equipped with cars of this type in 
order to give them a more thorough test than is possible 
with one car. 


BURNISHING CASTINGS BY RUMBLING 


By introducing steel balls into a rumbling barrel, it is 
possible to polish castings and, in fact, actually to burnish 
them to a very high degree. Since the process is completely 
mechanical, it can undoubtedly be introduced in many brass 
foundries with the result of saving the labor costs of 
lapping or buffing. It appears to be customary to use 
enough steel balls to make up approximately twice the vol- 
ume of the pieces which are rumbled, the size of the balls 
ranging from %4 in. down to 1/16 in. in diameter. The 
latter size is used for articles with crevices or interior 
angles having small fillets. 
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Pittsburgh Meeting of Committee on Equipment 


Specifications fer Wheels : Axles, Squeali baat : i 
p i for Wheels and Axles, Squealing of ydteel Wheels, Rubber Insulation, End Wear on Journals and Gearing 


Were Among the Subjects Discussed 


A meeting of the committee on equipment American Elec- 
tric Railway Engineering Association was held at the Fort 
Pitt Hotel, Pittsburgh, on Friday and Saturday, April 19 
and 20. The committee members who were present were 
Frank R. Phillips, chairman, superintendent of equipment 
Pittsburgh Railways; E. W. Holst, superintendent of 
equipment Bay State Street Railway; J. M. Bosenbury, su- 
perintendent of motive power and equipment Illinois Trac- 
tion System: L. M. Clark, master mechanic Indianapolis 
Traction & Terminal Company, and H. L. Patterson, chief 
engineer Mahoning & Shenango Railway & Light Com- 
pany. Others in attendance were Henry J. Gulick, Gulick- 
Henderson Company; J. L. Davis, engineer Westinghouse 
Electric & Manufacturing Company; H. P. Tiemann, T. W. 
Williams and William I, Parry, Carnegie Steel Company ; 
G. Aertsen, Midvale Steel Company; O. C. Skinner, Stand- 
ard Steel Works; Charles H. Tomlinson, Ohio Brass Com- 
pany; E. A, Craig and F. H. Parke, Westinghouse Air 
Brake Company, and W. G. Hovey and L. G. Martin, Okon- 
ite Company. 
SPECIFICATIONS FOR HEAT-TREATED 

SHAFTS, ETC. 

The first order of business was a discussion on specifica- 
tions for heat-treated carbon-steel axles and other parts as 
submitted by a sub-committee composed of J. S. Doyle, 
chairman, superintendent of equipment Interborough Rapid 
Transit Company; John Lindall, superintendent rolling 
stock and shops Boston Elevated Railway and Mr. Phil- 
lips. The same sub-committee presented the reports on or- 
dinary carbon-steel axles and on cold-rolled axles as here- 
inafter mentioned. 

The specification submitted on heat-treated axles was sub- 
stantially that which was tendered to the association in 
1911 by the committee on heavy electric traction, approved 
at the 1911 convention and then referred to the committee 
on standards, which merely amended the specification cover- 
ing the form of mandrel with which the cold-bend test was 
to be made. Later a committee from the American Society 
for Testing Materials considered the same specification and 
is said to be in favor of adopting it. Meanwhile, the exec- 
utive committee of the Engineering Association had re- 
ferred the subject to the committee on equipment for fur- 
ther review. 

The report of the sub-committee as presented at Pitts- 
burgh contained no further additions or criticisms upon 
this specification, but in the course of the discussion it was 
decided to consider the following changes before formu- 
lating the final report: 

That phosphorus maximum be changed from 0.04 per 
cent to 0.05 per cent. 

That axles, shafts or similar parts shall be allowed to be- 
come cold after forging; shall be re-heated to the proper 
temperature to refine grain (a group thus re-heated being 
known as a quenching charge) and quenched in some medi- 
um, and then re-heated to the proper temperature for an- 
nealing. 

That one tension and one bending test shall be made for 
each annealing charge. 

That if more than a quenching charge is represented in 
an annealing charge, one tension and one bending test shall 
be made from each quenching charge. 

That if more than one melt is represented in an annealing 
charge, one tension and one bending test shall be made 
from each melt. 

That if the results of the physical tests of any quenching 
charge of axles, shafts or similar objects do not conform 


CARBON-STEEL AXLES, 


to the requirements specified in sections 7 and 8, the manu- 
facturer may re-heat each such quenching charge. Re- 
tests shall then be taken by the purchaser, and these shall 
govern its acceptance or rejection. 

SPECIFICATIONS FOR ANNEALED CARBON-STEEL AXLES, ETC. 

The changes proposed in the specifications for annealed 
carbon-steel axles, shafts, etc., are as follows: 

That the maximum amounts of sulphur and phosphorus 
be changed from 0.04 per cent to 0.05 per cent each. 

That the elastic limit be expressed as a minimum in 
pounds, say 40,000 lb. or 45,000 Ib., instead of being placed 
at 55 per cent of the ultimate strength. 

That the reduction in area be 35 per cent instead of 40 
per cent. 

That the opening of the paragraph on annealing read as 
follows: “Each axle, shaft or similar part be allowed to be- 
come cold [instead of “to cool”’] after forging, and shall 
then be reheated to the proper temperature to refine the 
grain,” etc. 

Mr. Tiemann said that annealing tended to lower the 
elastic ratio. The true elastic limit was nearer 50 per cent. 
Mr. Gulick added that he had found it very difficult to get 
55 per cent but in no case should it be less than 50 per cent. 

Mr. Phillips said that it was desired to obtain an annealed 
axle of the highest physical properties, including elastic 
limit and tensile strength. The question was whether such 
an axle could be made commercial. The most important 
qualities were, first, elasticity and, second, ductility. 

Mr. Tiemann thought that an elastic limit of 45,000 Ib. 
was the highest which was consistent with the specified 
ductility. If the consumer wanted very high properties, 
say 50,000 lb. elastic limit or higher, he should turn to 
heat-treated axles. 

Mr. Phillips said that he and others had some doubts 
about quenching. Mr. Tiemann replied that when properly 
done quenching was a decided advantage. 

Mr. Holst thought that the most important thing was to 
have uniformity in axles, as it was not feasible to test 
every axle in a lot. 

Messrs. Tiemann and Aertsen agreed that the chemical 
properties would be satisfactory to their companies if the 
maximum sulphur and phosphorus percentages for both 
regular and check analyses were placed at 0.05 per cent. 

SPECIFICATIONS FOR COLD-ROLLED STEEL AXLES 

There was little discussion on cold-rolled steel axles, but 
it was decided to consider an increase of the maximum 
phosphorous content from 0.04 per cent to 0.05 per cent, 
and also the elimination of the paragraph on retesting. 

SPECIFICATIONS FOR STEEL WHEELS 

The specifications for steel wheels were presented by 
Mr. Holst, chairman of the sub-committee on wheels, which 
also included H. A. Benedict, mechanical engineer Public 
Service Railway, Newark, N. J., and Mr. Gulick. 

Mr. Holst reported that on March 28 and 29 a joint 
meeting, including representatives of the Master Car Build- 
ers’ Association and the wheel makers, had been held with 
the American Society for Testing Materials to consider the 
tentative specification. The sections on “Process” and 
“Discard” had been agreed upon. Under “Chemical Com- 
position,” manganese was brought down to be ‘0.60 per cent 
to 0.80 per cent.” The manufacturers felt, however, that 
fifteen points variation in carbon was pretty close, espe- 
cially for users of the acid process. The limits “o.70 per 
cent to 0.85 per cent” had been left in, but a committee, of 
which Mr. Aertsen was chairman, had been appointed for 


further research. 
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Mr. Aertsen said that a swing of fifteen points in carbon 
was not enough as a practical manufacturing proposition, 
particularly when one bore in mind that this chemical re- 
quirement covered both acid and basic steels. A carbon 
limit of 0.70 per cent to 0.85 per cent was too close for the 
manufacturer of acid steel. 

In reply to a question by Mr. Holst, Mr. Aertsen said 
that a range of 0.65 per cent to 0.80 per cent would also be 
too close for commercial conditions. 

Mr. Tiemann stated that so far nothing had been done 
to determine what proportion of carbon gave the best wear- 
ing properties. The Pennsylvania Railroad, for example, 
permits as low as 0.55 per cent, whereas certain street rail- 
ways have desired a minimum limit as high as 0.85 per cent 
without specifying any upper limit. 

Mr. Holst said that the whole committee felt that 0.85 per 
cent was:the highest safe limit. A fifteen point variation 
might work some hardship upon the manufacturer, but he 
felt that the variations should not be increased to twenty 
points until the manufacturer had tried to work at the 
lesser range. He had already obtained wheels with a four- 
teen point range in carbon. A small variation would give 
the great advantage of uniformity. His records showed 
also that higher carbon wheels gave longer life, especially 
in the higher mileage made before the first turning com- 
pared with the mileage made between later turnings of 
softer metal. 

Mr. Tiemann remarked that in some cases the tendency 
of steam railroads appeared to be to desire low-carbon 
wheels, whereas certain street railways were looking for 
higher-carbon wheels than present standards. 

Mr. Aertsen said that if the manufacturer received a 
specification with an upward rejection limit of 0.85 per 
cent he would work to some point below that, say 0.80 per 
cent. If 0.70 per cent was the rejection limit, he would not 
dare to work closer than to, say, 0.75 per cent. This meant 
that the manufacturer really had to work on a swing of 
five points, check analyses included. 

Upon Mr. Holst’s suggestion, the subject of carbon range 
was left open pending the report next June of Mr. Aertsen’s 
committee to the American Society for Testing Materials. 

Mr. Holst reported that the section on samples for chem- 
ical analysis had also been discussed at the joint meeting 
and that the question of ten-point variation in carbon in 
the same wheel, as shown by the analysis of drilling through 
the plates of two or four holes, had also been left open for 
further research, It had been declared in the discussion that 
two good chemists might be three points apart in analyzing 
the same drillings. A little dirt or oil could easily upset 
the results. The Testing Society had asked that a mem- 
ber from the wheel committee should also serve on that 
sub-committee. 

The following additional changes in the wording of the 
specification will be considered by the committee: 

That the section on “Workmanship” have inserted the 
word “rough” before “hub” in the sentence beginning 
“Wheels to be machined on both sides of hub,” in order to 
avoid misunderstanding in fitting afterward. 

That the height of flange, thickness of flange, radius of 
throat, rotundity and plane shall not vary more than 1/16 in, 
for rolled steel wheels nor more than 1/32 in. for machined 
steel wheels. 

That the thickness of the rim shall not vary 1% in. below 
that specified, but omitting all reference to thickness limits 
above that specified. 

That the width of the rim shall not vary more than % in. 
for rolled steel wheels nor 1/16 in. or 1/32 in. for machined 
steel wheels. 

The question of the relation between the thickness of 
plate and weight of wheel was left open. Mr. Holst be: 
lieved that the allowable weight variation might be consid- 
ered in connection with the diameter of the wheels, such as 
5 per cent for wheels up to 34-in. diameter. If the con- 
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ditions could not be coupled, he would prefer to see the 
weight variation retained in preference to the statement that 
the thickness of plate should not vary more than % in. Mr. 
Clark thought that limiting the thickness of the plate would 
take care of the variation in weight. He suggested that a 
separate paragraph be drafted on weight tolerances. 

In reply to Mr. Bosenbury, Mr. Holst said that the wheel 
committee had in hand the preparation of supplementary 
specifications to cover wheels for heavy electric traction. 

It was stated that the section specifying the location of 
the center of the limit-of-wear groove should not vary 
1/16 in. from specification had been inserted for the benefit 
of the small user whose mechanics may have little idea as to 
what the limit groove is. 

The section on “Diameter of Hub” was changed to apply 
to the diameter of the hub in the rough. In this connection 
Mr. Bosenbury pointed out that the inside hub projection 
should be made to take care of a motor dust guard; other- 
wise the small companies that do not maintain an engineer- 
ing department to make wheel and motor clearance draw- 
ings would be led astray by a standard specification. In 
accordance with this suggestion, the following paragraph 
will be embodied: 

“The diameter of the hub may vary, but the thickness 
of the wall of the finished bored hub shall not be less than 
specified for bores 6 in. in diameter or under, and the thick- 
ness of the wall of the hub shall not be less than that 
specified, but may be 3 in. larger than that specified.” 

The question of mating wheels according to carbon con- 
tent was left open for further discussion. 

The committee accepted Mr. Phillips’ recommendation 
that the question of designing a standard tape and gage for 
wheels be referred to the executive committee, since the de- 
sign of a standard wheel contour would have to go before 
that of a corresponding tape or gage. The specification 
paragraph on this subject was retained, however, as a 
memorandum. 

The supplement to these specifications, covering proposed 
form of contract, such as guarantees, definitions and inter- 
pretations of text and drawings, extras, etc., was retained 
as a guide for optional use by purchasers. However, the 
paragraph on “Holes in Plates” was omitted as needless. 

COUPLERS 

A sub-committee consisting of F. G. Grimshaw (chair- 
man), Mr. Clark (Indianapolis) and Mr. Patterson had 
been appointed at the organization meeting of the equip- 
ment committee held Jan. 27, 1912, to report on couplers 
and other train connections. Mr. Clark stated that he had 
not yet received enough data sheets to prepare a report. 
He hoped to have one, however, at the next meeting. 

GEARS AND PINIONS 

A report on heat-treated gears and pinions was mailed 

by A. T. Clark, superintendent of rolling stock and shops, 


- United Railways & Electric Company of Baltimore, chair- 


man of the sub-committee on gears and pinions, which also 
includes F. G. Grimshaw, master mechanic Camden shops, 
Pennsylvania Railroad, and E. C. Blair, superintendent of 
rolling stock Montreal Street Railway. In his preliminary 
report, Mr. Clark discusses the development of gears from 
the cast-steel gear to surface-hardened gears and to gears, 
such as manganese, which are of hard composition through- 
out. For average conditions, the hardened gear and pinion 
would give at least twice the life of the non-hardened 
product. There had also been developed recently a rolled 
steel gear, which could be case-hardened after machining, 
and which appeared to represent the highest development 
of the gear situation. Mr. Clark’s report contained tables 
showing the tensile strength, elastic limit, reduction in area. 
elongation, hardness and chemical content of the following 
classes of gearing: Cast-steel and cast-steel gears tem- 
pered in oil; forged steel, case-hardened gears (forging 
and casting) ; hard-alloy steel gears forged; pinions (low 
carbon) ; plain forged pinions (high carbon) ; heat-treated 


wat. 
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forged pinions (low carbon) 
pinions (high carbon). 

In the general discussion on gears, Mr. Williams called 
attention to the desirability of standardization, He knew of 
at least sixty-nine gear hub dimensions which were in use 


to-day. One motor manufacturer alone had over 800 gear 
patterns. 


and heat-treated forged 


SPECIFICATIONS FOR WROUGHT IRON 

Owing to the absence of the sub-committee, consisting of 
A. T. Clark, Baltimore, and C. F, Wood, Boston, no report 
was presented on specifications for wrought iron, It is 
probable, however, that these specifications will be similar 
to those of the Master Car Builders’ Association. 

HIGH-GRADE INSULATION 

Mr. Patterson, chairman of the sub-committee on high- 
grade insulation, which includes Messrs. Clark ( Baltimore) 
and Blair, said that there had been a meeting of the sub- 
committee in New York to discuss the best methods of test- 
ing and other matters. John W. Corning, electrical engi- 
neer Boston Elevated Railway, had prepared a written 
memorandum of procedure. 

Mr. Phillips said this subject was primarily in the hands 
of the committee on power distribution, but the committee 
on equipment had been asked to consider specifications for 
car cables. One joint meeting, at which much work was 
done, had been held with the committee on power dis- 
tribution. He expected that another joint meeting would 
be held this month. The principal matter was the per- 
centage of pure Para rubber. The report of the equipment 
committee on this subject would be simply a résumé of 
what it did in co-operation with the power distribution 
committee, although the conclusions of each committee 
might not be the same. 

END WEAR ON JOURNALS 

The end wear on journals was brought up by Mr. Bosen- 
bury, who stated that there were two remedies—one was 
to use a hooded wedge of brass; the other was to use an 
end-stock let into guides that are cast on the inside of the 
journal box something like a check plate. These guides 
should be part of the standard design of journal boxes, for 
use if desired. He said that he would report later on this 
subject after further investigations and correspondence 
with Messrs. Blair and Grimshaw. 

SQUEALING OF STEEL WHEELS 

Referring to the squealing of steel wheels, one member 
said that he had tried to lubricate the throat of the flange 
by using right on the brakeshoe three different mediums, 
namely, soft-iron inserts, asphaltum mixture and pig lead. 
The soft-iron inserts and the asphaltum seemed to increase 
the squealing, but the lead, as applied on the eight shoes of 
one car, practically eliminated squealing under any condi- 
tions. Contrary to expectations, the lead also increased 
-the braking efficiency of the shoes. There is a tapered core 
in the body of the shoe in which the lead is peened. There 
may be a little squealing before the surface of the lead is 
reached. When the shoe is heated in service, the difference 
in the expansion coefficient of the two metals causes most 
of the strain to come on the lead with the result that the 
lead becomes smeared over the surface of the shoe like an 
amalgam. Such a shoe, of course, was expensive, as g-lh, 
to 4 lb. of lead each was required for shoes which were 
almost worn out after ten days’ service. 

Mr. Clark believed that the resonant nature of steel 
wheels made them squeal more than cast-iron. The element 
of temperature seemed to be important, as there was more 
squealing on hot days than on cold days, or during the day 
than at night with other conditions equal. On long runs 
the wheels squeal more in the downtown sections with mao 
stops than in the outlying districts, where the wheels an 
shoes become comparatively cool. He hoped to get some 
relief from some unflanged shoes which were soon to be 
tried. He had observed that squealing does not begin until 
the face of the shoe has become smooth. The exchange of 
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new shoes for old had often stopped squealing for a while. 

Mr. Bosenbury thought that it might be worth while to 
try a shoe made with a hole cored for a pencil of graphite. 

SELF-PROPELLED CARS 

The subject of self-propelled cars had been assigned to a 
sub-committee consisting of Mr, Holst, chairman; Mr. 
Bosenbury aud W. Thorn, division engineer of cars Board 
of Supervising Engineers, Chicago Traction. Mr. Holst 
reported that he had already obtained many data on this 
subject, but that as more were to come it had not yet been 
tabulated. He proposed to treat the subject under three 
heads, namely, historical, development at the present time 
and future possibilities. The report will not include track- 
less vehicles. 

NEXT MEETING 

The next meeting of the committee on equipment will be 
held in Chicago on Friday and Saturday, June 14 and 15, 
at a place to be announced later. 


A STORAGE BATTERY CAR COMPANY 


The Railway Storage Battery Car Company has just 
been organized by F. J. Lisman & Company and associates 
as a selling and financing company of the Federal Storage 
Battery Car Company of Silver Lake, N. J. The officers 
of the new company are T. D. Rhodes, who retires from 
the vice-presidency of the New York, Westchester & Boston 
Railway Company and from the receivership of the De- 
troit, Toledo & Ironton Railway to become president of 
the new corporation. William Goodman, of the firm of 
I, J. Lisman & Company, is its vice-president. W. R. 
Brown, who has been connected with the development of 
the Beach car almost from its inception, is the sales man- 
ager, H. J. Pearson is treasurer and E. C. Rosenbaum is 
secretary. The offices of the company are located at 30 
Broad Street, New York. 

Since the development of the Beach car with the per- 
fected Edison storage battery some three years ago, 
cars of this type have been put in operation between 
Mifflinburg and Montandon on a branch of the Pennsylvania 
Railroad in Central Pennsylvania, on the Long Island Rail- 
road, on the New Castle & Delaware City Railway, on 
the Washington Spa Springs Railway, on the lines of the 
Suffolk Traction Company, on the Billings (Mont.) Trac- 
tion Company and on lines in both North and South Caro- 
lina. These cars have proved especially adapted in point 
of economy and maintenance to branch line service on 
steam railroads and to city and interurban lines with light 
traffic. Besides the lines mentioned, Beach storage battery 
cars have been exported to Japan, New Zealand and Aus- 
tralia, and additional cars are under construction for the 
Long Island Railroad, for the Chicago Great Western, 
Chesapeake & Ohio, Erie Railroad, Cambria & Indiana, 
and for other roads. Mr. Edison has said that the use of 
his battery will be more general even than his electric 
light, and the new organization will broaden the means of 
handling the output of the factory at Silver Lake, N. J. 


In a letter to Power a correspondent reports marked suc- 
cess in removing scale from a number of boilers and the 
prevention of the formation of new scale by the use of 
powdered graphite. In one case 3 quarts of graphite were 
used per boiler, and a small quantity was added through 
the feed water each day. The probable action was that the 
graphite, being a very poor conductor of heat, settled on 
the old scale and caused it to bake off. The process has the 
advantage of being purely mechanical in its action, and can 
under no circumstances combine or change chemically to 
form vegetable or mineral acids which may corrode the 
tubes and sheets of the boiler. However, as graphite prob- 
ably acts to produce mild over-heating of the surface with 
which it comes in contact care should accompany its use. 
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Convention of Iowa Electric Railway Association 


This Convention Was Held in Des Moines, April 25-27—Two Papers, One on Prepayment Cars, the Other on Rail- 
road Financing in Iowa, Are Published in Abstract, with an Account of the Proceedings on Apzil 25 


WHY RAILROAD FINANCING IN IOWA IS 
DIFFICULT 


BY F. C. FARWELL, ATTORNEY-AT-LAW 


To cover the question of railroad financing by lowa 
corporations even in a general way it is necessary to con- 
sider (1) the laws governing and limiting the powers of 
such corporations and (2) the laws applicable to railway 
and street railway properties which directly or indirectly 
affect the market for railway securities. 

The power of a railway corporation to issue and sell its 
securities is of first importance. The corporation laws of 
this State, especially as applied to railway corporations, 
are very contradictory. The original corporation act may 
have been definite enough, but legislature after legislature 
has amended the law in one respect or another and from 
time to time has added new provisions until the results in 
certain particulars border upon the absurd. A method of 
financing which the law permits under one set of circum- 
stances it denies under another with no apparent reason. 

LAW ON ISSUE OF STOCK 

The law does not limit the amount of stock that may be 
issued. It provides that no capital stock, or substitute there- 
for, shall be issued until the corporation receives the par 
value thereof, which must be paid in money or, if in prop- 
erty, after an appraisement has been made and permission 
of the executive council is obtained. The single exception 
to the rule is that for the purpose of encouraging the con- 
struction of new steam and electric railways the labor 
performed in promoting and perfecting the organization of 
the company and the reasonable discount or commission 
paid in selling bonds for the construction and equipment 
of the road shall be taken into consideration by the execu- 
tive council, as elements of value against which stock may 
be issued. The officer, agent or director violating the law 
relative to the issue of stock is guilty of a crime and is 
subject to severe punishment, and stock illegally issued is 
void. 

This law has effectively put a stop to stock watering in 
Iowa. While stock may be sold in unlimited quantities, the 
price must not be less than par, regardless of its merits. 
Established railway corporations whose stocks for a series 
of years have been selling upon the market at or above par, 
and which have a good record of paying dividends, are 
able to sell their stock in reasonable quantities at par, but 
the railway company the market price of whose stock is 
less than par is unable to sell any stock, simply because 
the market will not absorb new stock above the prevailing 
market price of its outstanding stock. A new railway 
company organized for the purpose of constructing a new 
railroad has never been able to sell any considerable quan- 
tity of stock at par. Hence the effect of the Iowa law is 
to limit the sale of stock in a new company to its promoters. 

LAW ON ISSUE OF BONDS 

The law conferring and limiting the powers of an Iowa 
railway corporation to obtain funds by issuing bonds and 
other certificates of indebtedness is involved and peculiar. 
The statute requires that the articles of incorporation fix 
the limit of indebtedness and that this limit shall not exceed 
two-thirds of the outstanding stock, provided that railway 
and street railway companies may, in aid of the location, 
construction and equipment of their roads, issue securities 
not exceeding $16,000 per mile of single track, standard 
gage, for each mile of railway or street railway actually 
constructed and equipped, regardless of the amount of 


capital stock. The Supreme Court in a recent decision 
has construed this statute permitting indebtedness of 
$16,000 per mile of completed road to apply only to the 
first cost. 

A railway company organized under the laws of Lowa 
has authority to mortgage its property “to secure bonds 
issued by it to pay or refund its indebtedness, improve or 
develop its property to be issued in such amounts, 
run for such length of time and bear such rate of 
interest, not to exceed the legal rate in the State at the 
time of issue, as the company issuing the same shall de- 
termine.” The Supreme Court has construed this section 
of the law to permit the issue of bonds secured by mort- 
gage in unlimited amounts for the purposes therein named. 
The court has also held that the law confers no authority 
for the issue of bonds with which to build a new line of 
road and expressly has denied to an interurban railway 
company the privilege of issuing bonds in excess of $16,000 
per mile with which to construct a new interurban road. 
The law further provides that any railway company may 
issue bonds for the construction and equipment of its rail- 
way with interest not exceeding 8 per cent per annum, 
make the same convertible into stock, sell the same at 
such price as it thought proper and secure the payment 
thereof by mortgage or deed of trust. This section has 
never been construed by the Supreme Court. 

OTHER PROVISIONS 

Another possible source from which funds may be ob- 
tained in aid of new electric or other railways is through 
taxation. A tax not exceeding 5 per cent upon the assessed 
value may be voted in aid of the road by any town, city or 
township. Upon the payment of the tax in aid of any 
railway, other than interurban and electric railways, the 
taxpayers are entitled to stock equal to the amount of 
taxes paid. Interurban and electric railways receiving 
taxes voted in their aid are limited by law to an indebted- 
ness secured by a lien upon the property to an amount not 
exceeding $18,500 per mile of standard-gage road, not 
including debts for ordinary operating expenses. 

Another section provides that “if the indebtedness of any 
corporation shall exceed the amount of indebtedness per- 
mitted by law, the directors and officers of such corporation 
knowingly consenting thereto shall be personally and in- 
dividually liable to the creditors of such corporations for 
such excess.” 

GENERAL SUMMARY 

The average cost of modern railways per mile is from 
$30,000 to $50,000. The methods of financing this cost per 
mile permitted under the laws of Iowa are as follows: 

First—Stock must be sold at par. While the law does 
not limit the amount of stock that may thus be sold, the 
facts remains that the market for the stock of a new com- 
pany is limited to the promoters and persons directly in- 
terested. 

Second—Unless sufficient stock is sold so that for every 
dollar of indebtedness there will be a dollar and a half of 
stock, the company building a new line cannot bond the 
line in excess of $16,000 per mile. 

Third—If taxes are voted and accepted in aid of the road, 
the limit of bonded indebtedness is $18,500 per mile, pro- 
vided that that sum does not exceed two-thirds of the stock 
issued. 

The foregoing limit applies to standard-gage roads. If 
a narrow-gage road is constructed, the mileage limit is 
$8,000 per mile. Inasmuch’ as $16,000 per mile will not 
nearly cover the first cost of any mile of road at modern 
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cost of construction, it follows that the only legitimate 
scheme of financing for the new line is to make up the 
deficiency by selling stock at par. 

If the proposition’ before the railway company is the 
improvement and development of an existing interurban 
line, except where it has been aided by taxes, there is no 
limit upon its authority to issue bonds secured by mortgage 
to develop its property and refund its indebtedness and no 
limit upon its authority to sell stock at par. If the proposi- 
tion is the development and improvement and the funding 
of the indebtedness upon an old line of street railway, there 
is nO power in the company to create indebtedness by any 
method permitted by law in excess of two-thirds of the 
stock outstanding. The only method of financing open to 
an operating street railway where its limit of indebtedness 
already amounts to two-thirds of its capital stock is to 
sell new stock at par. 

FRANCHISES 

The market for street and interurban railway securities 
is unfavorably affected by the limited franchise granted on 
city streets. In special charter cities and in all cases where 
granted to interurbans the franchise is limited to twenty- 
five years. While the statute does not, unless by implica- 
tion, prescribe a limit for purely street railways in any 
cities and towns other than special charter cities, the prac- 
tice is to limit the franchise to a period not exceeding 
twenty-five years. The law contains no safeguards pro- 
tecting the property of the road, and for aught the corpora- 
tion stockholders and bondholders know the street railway, 
at the expiration of the franchise period, may have no value 
whatsoever except its scrap value. 

A large part of the capital invested in railroads has 
always been evidenced by bonded indebtedness. Frequent 
financing is rightly regarded as inconsistent with good rail- 
roading for at least two reasons. First, to insure stability 
and reasonable growth, the railway corporation should have 
necessary funds and know that its obligations will not 
mature at a time when it will be unprepared to meet them, 
and, second, bond issues, which, as before stated, are a 
necessary part of financing, are always expensive because 
of discounts, commissions and incidental expenses. It is 
to the interest of all that this charge should not be incurred 
with more frequency than is absolutely necessary. Nat- 
urally, the tendency of modern railroad financing is to sell 
long-term bonds. In fact, it is becoming more and more 
difficult to sell a short-term bond upon advantageous terms. 

In an open mortgage covering an important street rail- 
way property in the State of Iowa, in which the corpora- 
tion has the right from time to time to issue bonds for 
extension and improvements, there is this clause: “None 
of the proceeds of the bonds certified under the provisions 
hereof shall be delivered by the corporate trustees on ac- 
count of expenditures made for the construction of any 
extensions or improvements to the street railway lines of 
the company within the cities of and unless 
and until the company’s street franchises or rights in said 
cities shall be extended or renewed for a period extending 
beyond Jan. 1, 1940.” — 

As several years must elapse before the franchise in 
those cities in the ordinary course of events will or can be 
extended beyond the period named in the mortgage, it is 
apparent that the limited franchise not only handicaps the 
company in making needed improvements and extensions 1n 
said cities, but it may result in inflicting upon the public a 
transportation system greatly inferior to what it might and 
would have had were it not for the franchise limitation. 

POWER OF PUBLIC OVER RATES 

Another condition unfavorably affecting the market of 
railway securities of ali classes, though one not peculiar 
to Iowa, is that the railway corporation is a public service 
corporation with the right reserved in the public to pre- 
scribe, through its commissions and the law-making power, 
what are termed “reasonable rates.” 
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DESIRABILITY OF A STABLE POLICY 

Government supervision and control of public service 
corporations has doubtless come to stay. From year to 
year the supervision will become closer and closer until 
little may be done by such corporations without first pro- 
curing the consent of a government tribunal. On the whole, 
it is believed that this fuller government supervision and 
control should be welcomed by the railway owner and 
investor, as well as by the public. Just now it appears to 
be in the transition period. Railway investments in the 
past have been and still are largely speculative. As the 
lines are drawn closer, the first effect seems to be materially 
to reduce what in years past were regarded as legitimate 
profits of such a speculative investment. This movement 
means that sooner or later the limit of returns that may be 
expected upon any investment in railway stocks or securi- 
ties will be a fair return upon the capital invested. Thus 
far the movement has resulted in the material diminution 
of the returns upon railway investments without any cor- 
responding compensation by way of stability of the invest- 
ment. The investment still remains, except as to the older 
companies and larger railway corporations, peculiarly specu- 
lative. Under such circumstances it is only natural that the 
market for railway securities should be unfavorably 
attected, It is to be hoped that through wise and reason- 
able government control and supervision not only will the 
rights of the public be carefully protected, but also that 
the investment itself will become less speculative so that 
in time it will become safe and attractive to the conservative 
investor and thereby the market for legitimate railway 
securities will be materially widened. 

It is peculiar that in a state like lowa, with its large 
railway mileage and its rapidly increasing surplus capital, 
so little Iowa capital is invested in this class of property. 
There is no market in lowa for railway stocks or railway 
bonds. The State is paying large tribute to the East, while 
its own capital is seeking investments largely in the newer 
parts of our own country and in Canada. 

Railroad financing in lowa is difficult because the cor- 
poration laws unduly limit the powers of railway companies 
in many instances to incur indebtedness except and unless 
the officers are willing to assume the personal liability im- 
posed by law. 

It is difficult because, even if the officers and directors 
are willing to assume such liabilities and penalties, the 
State, the stockholders, and undoubtedly the existing 
creditors, can by injunction enjoin the corporation from 
issuing any securities beyond the limit permitted by law. 

It is especially difficult as to street and interurban rail- 
ways because of our unfavorable franchise law, which 
limits the period during which they may operate upon the 
streets of our cities and makes no provision for the protec- 
tion of the property of such corporations at the expiration 
of the franchise period. 

It is difficult especially as to a new railway proposition 
because the investment in the securities of such a railway 
corporation is largely speculative. 

It is difficult because the agitation for fuller supervision 
and control apparently has little in it reasonably calculated 
to conserve railway properties and protect legitimate in- 
vestment. 

And, lastly, it is difficult because the people of Towa, 
although anxious for railway building and railway develop- 
ment, will not buy railway securities to any appreciable 
extent. x 

The subject does not seem to contemplate the considera- 
tion of any remedies. However, it may not be out of place 
to suggest that the corporation laws of the Sate should be 
amended so far, at least, as they place a limit upon the 
indebtedness of railway corporations. If a limit of indebt- 
edness is to be prescribed, it should be a reasonable limit. 

As hereinbefore stated, government control and super- 
vision is fast becoming an accomplished fact. The time has 
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undoubtedly come when the railways have much to gain and 
little to lose by the fullest publicity. It would seem that 
the time has arrived when Iowa needs a public utility com- 
mission with adequate powers not only to supervise and 
control the railways in the interest of the public, but also 
to conserve railway properties and encourage investment 
therein. All interests should have a “square deal—no less 
—no more.” The problem is a large one. Unfortunately 
it is the football of politics. It seems to be popular to 
give the railroads a kick. It is insisted that the railroads 
shall get out of politics and that they shall stay out. The 
demand would seem proper enough if it were coupled with 
a reasonable constructive program of wise legislation that 
would not only remove the railroads from politics but avoid 
the necessity of their being in politics. y 


SOME EXPERIENCES WITH PREPAYMENT CARS 
BY R, A. LEUSSLER, ASSISTANT GENERAL MANAGER OMAHA & 
COUNCIL BLUFFS STREET RAILWAY 

The first prepayment cars (twenty-five in number) to be 
placed on the system with which I am connected went into 
operation on Nov. 28, 1909. Accounts of the protest against 
prepayment cars in other cities had reached us and we 
planned carefully to avoid a like protest in our own case. 
We decided that we would place these cars on one of the 
lines patronized by our better-class passengers and _ start 
with them on a Sunday morning, reasoning that people had 
more leisure then than on week days and were, on the 
whole, better natured. We also prepared the public for 
the change by advance announcement in the daily press 
and by using some advertising space, calling attention to 
the advantages of the prepayment cars over cars of the 
ordinary type and asking for co-operation in making them 
a success. We called attention only to the advantages to 
the public and remained silent upon the advantages to the 
company. 

A few days before the cars were actually put into service 
the exact date was announced by further notice in the 
newspapers, and when prepayment cars were put on other 
lines advertisements were inserted. 

The new cars were received so well by the public and 
proved so satisfactory in every way that soon afterward 
we placed an order for thirty more and began at the same 
time to convert our ordinary type cars into prepayment 
cars, This was done by properly remodeling the rear plat- 
form and bulkhead and adding controlled doors at the 
front steps. We extended the prepayment system line by 
line, always starting on a Sunday morning and always 
giving advance notice to the public, until to-day we operate 
prepayment cars on all but one of our lines in Omaha. We 
have not seen our way clear yet to operate prepayment cars 
in Council Bluffs or on the line between that city and 
Omaha, on account of the diversified and somewhat com- 
plicated classes of fares on those lines. 

The advantages claimed for this type of car, so far as 
the public is concerned, were enumerated in our cards to 
the public. The advantages claimed from the railway com- 
pany’s standpoint are increase of revenue and diminution of 
platform accidents. 

INCREASE OF REVENUE 

Nothing can be more attractive to any company or in- 
dividual in the railway business (or in any other business, 
for that matter) than the promise of increased revenue 
without increased expense, for obviously that means in- 
creased net profits. The theory upon which the prepay- 
ment car offers increased revenue is, primarily, that, as 
the conductor is stationed at the only entrance to the car 
and collects the fare of each passenger as he boards the 
car, he, without fail, will get all of the fares due the com- 
pany, and, secondly, that, being under the ready surveillance 
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of secret inspectors, the dishonestly inclined conductor will 
be less prone to pilfer fares. “Missed” fares have been 
estimated by some companies to run as high as 5 and 6 
per cent of the total receipts, and fares received but not 
registered to be about as much more. Personally, I regard 
both as somewhat overestimated. However that may be, 
it is conceded that both constitute a very serious item. _ 

A very little observation is all that is needed to convince 
anyone that the prepayment car does get the so-called 
“missed” fares—or, rather, most of them—for it must be 
admitted that some dishonest persons still manage to get 
past the conductor without paying. Women are the worst 
offenders in this respect. At busy intersections during the 
rush hours some of them slip through the exit door if the 
conductor happens to be engrossed in punching a transfer, 
or turns his back for an instant to hand change or transfer 
to a passenger who has moved well toward the entrance 
door. Other women file boldly past the conductor, pointing 
backward toward following passengers, thus leaving him 
{o infer that one of the other passengers is going to pay 
the fare. It has also been our experience with prepayment 
cars that a considerable number of fares are lost at the ends 
of lines during the summer months when pleasure riders 
remain in their seats and make the return trip without 
payment of fare. This is trug particularly of lines that 
terminate at parks. Crowds of passengers are usually wait- 
ing and swarm upon the platform as the car arrives. After 
they have paid their fares and filed into the car it is im- 
possible for the conductor to single out passengers who 
have remained in the car and to collect fares from them. 
Some fares also are lost if passengers board the car at 
times when the conductor has left it for the purpose of 
telephoning or assisting injured persons in case of accident, 
or while he is engaged in obtaining the names of witnesses 
on the street. ; 

It is not intended to convey the impression that the loss 
of fares in the various ways enumerated approaches in 
amount the loss of fares under the ordinary method of fare 
collection, for such is not the case. Attention is called to 
these ways of escaping payment of fare merely to make it 
clear that the prepayment car does not do away entirely 
with “missed” fares. Careful calculation has shown that 
in our case the increase in revenue due to the adoption of 
prepayment cars amounted to 3'% per cent of the total re- 
ceipts of those lines on which prepayment cars were placed. 
The basis used for determining the increase was as follows: 

After prepayment cars had been in service on a given line 
for a while, we compared the ratio of that line’s earnings 
to the total earnings of the entire system before the cars 
were put on with the ratio after they were put on, selecting 
for this purpose a series of normal days. We used this 
difference in ratios to calculate the increase in dollars and 
cents and then used the figures thus obtained to determine 


_the percentage of increase. 


It is not claimed that by this method of calculation the 
increase is, or can be, determined definitely, for it must be 
apparent to all that the ratio of any one line’s earnings to 
the total earnings fluctuates from so many causes that a 
definite determination is out of the question. However, we 
selected days as nearly normal as possible for the purpose 
of obtaining our data, and it is believed that this basis gives 
a fairly accurate approximate figure. 


FARE BOX 


In connection with the collection of fares on prepayment 
cars, the fare box should come in for careful consideration, 
for the prepayment car and the fare box usually go together. 
In our case, they did not go together literally, but the fare 
box came soon after the prepayment car. We did not deem 
it expedient to put both into operation at the same time, 
because we felt that both conductors and the public ought 
to have time to assimilate one before the other was offered. 
In fact, we were not quite ready to decide on the particular 
box we wanted, because the fare box business was passing 


pe 
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through the experimental stage. After examining and in- 
vestigating many types of boxes, we finally decided in favor 
of a box which automatically registers nickels, dimes and 
pennies as they pass through the box and then returns them 
to the conductor, thus enabling him at all times to issue 
change for money of higher denominations. 
The installation of these fare boxes resulted in a further 
increase of revenue equal to about 1 per cent of the total 
revenue of the lines on which they were installed, or about 
35 cents per day per box. For a while we felt serene in 
the thought that at last the company was receiving all of 
the fares collected by the conductors, but in a little while 
we discovered that a number of conductors were ingenious 
enough to beat the fare box. 
DECREASE IN ACCIDENTS 

Next in importance after the increase in revenue comes 
the diminution of accidents. A moment's reflection would 
undoubtedly cause anyone to say that the prepayment car 
must surely reduce the number of platform accidents. This 
seems a logical conclusion to reach, but as this paper deals 
with experiences with, and not with conjecture about, pre- 
payment cars, I will give our actual experience for three 
years prior and two years subsequent to the adoption of 
prepayment cars. This experience is set down in the ac- 
companying table. 


PLATFORM AcciIpENTS BEFORE AND AFTER INTRODUCTION OF PREPAYMENT 
Cars. 
Number Passengers 
Carried per Plat- 


Total Passengers Number of Plat- 


Year. Carried form Accidents form Accident. 

1907 51,583,019 221 233,408 

1908 55,087,993 139 396,316 

1909* $5,636,613 113 492,355 

1910 62,957,597 210 299,798 

1911 65,843,499 181 363,776 
*First prepayment cars put into ‘operation Noy. 28, 1909. 


It will be seen from the table that our platform accident 
ratio has not been as low since the adoption of prepayment 
cars as it was during the two years preceding. As mere 
experience without explanation, however, may be mislead- 
ing, it is only fair to state that during the years 1907, 1908 
and a part of the year 1909 we conducted a vigorous cam- 
paign against all kinds of accidents. In September, 1909, 
we had a strike on our road and when it was over we found 
ourselves with a considerable percentage of new and in- 
experienced men on our hands. It is only reasonable to 
presume that inexperienced men would have a larger 
number of accidents than experienced men and that this 
explains the large increase in platform accidents in IgIo. 
Added to this is the fact that since the strike our organiza- 
tion has had so many other things to straighten out that 
we are able only now to resume our anti-accident cam- 
paign. Even with these unfavorable conditions, it will be 
seen that 1911, with a larger percentage of prepayment 
cars in operation than ever before, shows a very decided 
improvement with respect to platform accidents over Ig10 
and compares favorably with all but our best year. 

The prepayment car with us has given rise to two new 
kinds of claims. One kind is for injuries and damages 
caused by the motorman closing or opening the door at the 
front steps prematurely, damaging the clothing of passen- 
gers and sometimes injuring them in the one case or caus- 
ing them to step from a moving car in the other case. The 
other kind is for injuries resulting from assault committed 
on passengers by the conductor in his endeavor to restrict 
the use of the exit door at the rear to exit only. Claims 
of the former class have not cost us very much money to 
date, but claims of the latter class have proved quite ex- 
pensive. 

This brings us face to face with the two really serious 
difficulties in connection with prepayment cars. One is the 
enforcement of the rule requiring passengers to enter only 
by way of the regular entrance and not by way of the exit 
door, and the other is the difficulty experienced in inducing 
passengers to move forward in the car so as to make room 
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for other passengers and not to obstruct the passageway. 
W hen we first began the operation of prepayment cars we 
mstructed our conductors under no circumstances to permit 
passengers to enter by the exit door. As this rule, how- 
ever, sometimes worked hardship on individual passengers, 
as in the case of women accompanied by children at times 
when the entrance passageway was pretty well crowded, 
some of our conductors disobeyed instructions and _per- 
mitted and even invited passengers to enter by way of the 
exit door, Other conductors carried out instructions to the 
letter, with the result that we received many complaints on 
this score. We thereupon sought to relieve the situation by 
instructing our conductors to permit passengers to enter 
by way of the exit-way, but only when the car was so 
crowded and the entrance blocked so effectually that en- 
trance in the usual way was impossible. I feel now that this 
Was a serious mistake. It certainly increased our troubles 
in this respect, as it left each conductor to determine for 
himself when it was proper to permit this practice and 
when not. 

Irom our experience in this matter, | would say that it 
is of the greatest importance to keep the entrance and exit 
distinctly separate at all times and never under any circum- 
stances to deviate from this rule, and it is highly important 
also to keep the passageway on the platform clear as long 
as there is any room either inside the car or back of the 
smokers’ rail on the rear platform. 

The difficulty experienced in inducing passengers to move 
forward in the car, so as to make room for other passen- 
gers, is a serious drawback to the prepayment car. It cuts 
down the capacity of the car very materially, besides often 
giving the appearance of overcrowding from the street 
when in reality the maximum capacity of the car has not 
been utilized at all. We have tried everything we could 
think of to overcome this difficulty, but seem a long way 
off still from solving the problem. We have a sign con- 
spicuously displayed in each car urging people to use the 
front exit whenever possible, and display frequent cards in 
the daily papers, reading, for instance, as follows: 

“Why not occupy the vacant space in the front part of 
the car, thus avoiding the pushing when you want to 
get off?” 

“Has it ever occurred to you that when you block up 
the entrance of the car, either on the platform or just inside 
the car, you not only stand in somebody else’s way but, in 
the end, in your own way?” 

All of this, however, has proved ineffectual, and when two 
or three absent-minded or obstinate passengers plant them- 
selves in the aisle near the rear of the car the conductor can 
shout himself hoarse urging them to move forward, and 
the other passengers can crowd, but they won’t budge an 
inch, even though there may be vacant seats in front and 
the rear end is filled to overflowing. 

Whether prepayment cars take on and discharge pas- 
sengers more rapidly than ordinary cars and whether in 
consequence they cut down the running time have been 
much discussed. We find that they do not affect it. Our 
observation has been that at stops where the number of 
passengers boarding and the number alighting is nearly equal 
the prepayment car is more rapid, but at corners where a 
great number of passengers board and but few alight the 
prepayment car is slower than the ordinary car. 

Summing up all of the advantages and all of the dis- 
advantages of the prepayment car and weighing them 
against each other, our experience with it has been most 
satisfactory. 


PROCEEDINGS 
The ninth annual convention of the Iowa Street & In- 
terurban Railway Association was held at Des Moines on 
April 25, 26 and 27 with about seventy-five members and 
guests in attendance. The following is a telegraphed ac- 
count of the session held on Thursday, April 25. 
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OPENING BUSINESS 

The first session opened with Acting-president Cass, 
Waterloo, as chairman. Mr. Cass introduced James R. 
Hanna, Mayor of Des Moines, who made an address of 
welcome. Mayor Hanna also spoke of the position which 
the utilities corporations held in society and of what they 
were doing for the development of city and state. 

Frank Hanlon, Mason City, responded to the address of 
Mayor Hanna. He said that if a public utility property was 
well off financially and well maintained it would favorably 
impress the visitor, but if it was not it would give an un- 
favorable impression of the city in which the corporation 
operated. Visitors must use the local railway both in com- 
ing into and in going from a town, so that the railway gave 
them their first and last impressions. Street railways were 
doing much toward improving living conditions because 
their low rates of fare made it possible for the cities to 
spread out and thus develop desirable home districts. 

Acting-president Cass announced that the president’s ad- 
dress had been reserved for the executive session. H. FE. 
Weeks, secretary and treasurer, then presented the minutes 
of the last meeting as prepared in book form. He also read 
a short report which showed that the association is pros- 
perous financially.., The present membership comprised 
twenty out of the twenty-five electric railways in Iowa. 
Mr. Cass then read a telegram from L. D. Mathes, presi- 
dent, who is now at Montgomery, Ala., expressing regret 
at his inability to attend the convention. 

OPERATION OF LIMITED TRAINS 

In the absence of P, P. Crafts, Davenport, his paper on 
the “Operation of Limited Trains on Short Interurbans” 
was read by the secretary. This paper will be published in 
the Execrric RAitway JourNnaL for May 4. 

The discussion was opened by Mr. Cass, who described 
Mr. Craft’s time card and pointed out the complete detailed 
information it gave to the trainmen. 

O. S. Lamb, Waterloo, described the limited trains which 
the Waterloo, Cedar Falls & Northern Railway operates for 
business men who live in Cedar Falls and work in Waterloo. 
All passengers must buy tickets to the end of the run be- 
cause there are no intermediate stops. 

Mr. Hanlon, Mason City, stated that he had found limited 
train service to be very profitable. The running time was 
only one-half of that for local trains over the same route. 
The local trains were required to clear the limiteds by ten 
minutes, and this clearance time was adhered to strictly. 
His road, the Mason City & Clear Lake Railroad, had put 
on the limited service because of the automobile competition 
afforded by a fine highway which ran parallel to the rail- 
way. 

NOMINATIONS 

In appointing the committee on nominations, Acting- 
president Cass called attention to a proposed amendment 
to the constitution of the association whereby a board of 
five directors, instead of the present system of officers, 
would have charge of association affairs for five years. 
One director would be retired each year and a new one 
elected to take his place. 

: PREPAYMENT CARS 

The afternoon session was opened by R. A. Leussler, 
assistant general manager Omaha & Council Bluffs Street 
Railway, with a paper entitled “Some Exveriences with 
Prepayment Cars.” Mr. Leussler’s paper is printed else- 
where in this issue. 

In the discussion which followed J. R. Harrigan, Des 
Moines, and Mr. Leussler described the mechanism of 
various types of fare boxes. Mr. Leussler said that his 
road was using the Johnson registering fare box. 

Mr. Cass did not favor the registration of transfers, as 
this gave them a value like tickets or cash. He also asked 
for data as to the operation of prepayment cars without 
platform guide rails for entrance and exit. Mr. Leussler 
replied that his road had tried to operate the cars without 
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the guide rails, but the experience had not been satisfactory. 
Continuing, in answer to a question by Mr. Cass concerning 
the value of motormen’s mirrors, Mr. Leussler said that 
his road had found that they helped greatly to reduce plat- 
form accidents. In fact, mirrors had been installed on all 
prepayment cars. 

W. H. Evans, Edgar Allen American Manganese Steel 
Company, gave a history of the development of the prepay- 
ment car and fare boxes at Buffalo. 

Peter Valier, general manager La Crosse (Wis.) City 
Railway, asked for a comparison of recording fare boxes 
and non-recording boxes used with a register in the car. 
Replying to this query, Mr. Leussler stated that the non- 
recording fare box kept the conductor out of small change, 
nor could the conductors register fare-box fares accurately 
on a separate register when there was a rush of passengers 
on the car. The method of checking transfers was de- 
pendent upon the size of the road. Thus on the Milwaukee 
system no register was used. 

L. E. Gould, Erecrric Rattway JouRNAL, said that the 
method used in Milwaukee was probably employed because 
of the large number of tickets used. 

EXPERIENCES ON SMALL ELECTRIC PROPERTIES 

The next order of business was a paper by J. P. Walters, 
secretary Tama & Toledo Railway, on “Experiences on 
Small Electric Properties.” 

Mr. Leussler in discussing Mr. Walters’ paper emphasized 
the point that the public is more concerned about the char- 
acter of service than the rate of fare. 

Mr. Cass told about the experience which his road, the 
Waterloo, Cedar Falls & Northern Railway, had had in 
competing with a paralleling steam railroad. The electric 
railway charged a higher fare, but still it got all the traffic. 
The steam line did not give the character of service de- 
sired and hence it obtained hardly one-tenth of 1 per cent 
of the business. 

The convention was then adjourned until Friday morn- 
ing, April 26. 

THE BANQUET 

The annual banquet tendered to the lowa Electrical and 
the Iowa Street & Interurban Railway Associations by the 
supply men and manufacturers was held at the Savery 
Hotel Wednesday evening, April 24. About 250 persons 
were in attendance. The toastmaster was H. C. Blackwell, 
Davenport. The speakers included N. T. Guernsey, Des 
Moines, who spoke on the subject “Should Public Utilities 
$e Pure Philanthropies?” Prof. G. E. Holden, Des Moines, 
who.spoke on “The Relation Between Business and Poli- 
cies,’ and Woodworth Clum, Davenport, whose subject was 
“The State of Iowa.” 

Mr. Guernsey said that the present marked an important 
stage in the growth of public utilities in Towa. The time 
had been when one could invest in a public utility just the 
same as in any other business enterprise, but that was not 
the attitude of the public to-day. Its present attitude was 
that a public utility should not have more than a fair living 
profit, should stand all losses and turn over any gains to the 
public. This condition could not last indefinitely. The 
time was soon coming when the investor might expect as 
much in return from a public utility as from any other 
business. The present growth of public utilities had been 
retarded on account of restrictions. Money was a com- 
modity and would goto the markets where it could get the 
biggest returns. Unfortunately, the laws of the State were 
in the hands of politicians who were incompetent to regulate 
public utilities, What could be done to better the existing 
conditions? The first thing was to ascertain what the plants 
are worth, not the first cost but the present physical value 
including the overhead and going values. The last two 
items were real and must be included. More than one-half 
of the public utility corporations did not know the actual 
worth of their properties or of the cost of doing business. 
A detailed statement of actual values would determine 
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where economies could be made. A fair return should at 
least take care of depreciation and leave not less than to 
per cent profit. The investors must not be blamed for 
putting money in other classes of business because all the 
public utility corporation had to offer was a fair return 
which might be taken away at the end of the franchise life. 
When the franchise expired the city had the right to erect a 
plant, to take it away or to establish competition. If the 
actual value of the public utility has been ascertained, it is 
in position to educate the public. Only after the public has 
been educated will the public utilities be able to secure the 
compensation to which they are entitled. It should be 
understood that when the public adds hazard to business it 
must pay for the increased cost of service. Regulation was 
good for all, but it must be taken away from the politicians 
and »ut into the hands of fair-minded commissions whose 
members have enough business knowledge to give fair 
decisions, 
ELECTRICAL SHOW 

The annual electrical show was opened at the Coliseum, 

Des Moines, on Tuesday, April 23, with about fifty exhibits. 


MEETING OF JOINT COMMITTEE ON MULTIPLE UNIT 
OPERATION 


The meeting of the joint committee on multiple unit 
operation of the Engineering Association and of the Trans- 
portation & Traffic Association was held at the offices of 
the association, Thirty-ninth Street, April 25° and 26. 
Those present representing the Engineering Association 
were H. H. Adams, New York, co-chairman, and H. C. 
Benedict, Newark, N. J. Those representing the Trans- 
portation & Trafic Association were W. H. Sawyer, New 
York, co-chairman; R. A. Crume, Dayton, Ohio, and M. B. 
Kilbride, Rochester, N. Y. F. E. Case, of the General 
Electric Company, and M. B. Lambert and Clarence Ren- 
shaw, of the Westinghouse Company, were also in attend- 
ance by invitation of the committee. 

Since the appointment of the committee, the co-chairmen, 
Messrs. Sawyer and Adams, have been engaged in preparing 
data to facilitate the study of the different operating units 
covering single-car, two-motor car and trailer operation 
which the committee plans to study. These types were 
described in detail on page 164 of the issue of the ELEcTRIC 
Raitway JourNnat for Jan. 27 and are to be considered 
from the standpoints of both city and interurban operation 
on the basis of (1) actual cost of operation under the 
different conditions outlined and (2) the general desira- 
bility of the different types of equipment. To facilitate the 
work of the committee, the co-chairmen had prepared a 
series of tables showing the equipment required for each 
type of operating unit, together with the imvestments in- 
volved and the maintenance costs and inspection. Most 
of the session on Thursday morning was devoted to a 
discussion by the members of the committee and the repre- 
sentatives of the manufacturers present upon the statistics 
compiled and the exactness of the weights and prices 
quoted. . 

Through the courtesy of Mr. Danforth, of the Public 
Service Railway, Alexander Jackson, of the department of 
timetables and schedules of that company, had prepared a 
report upon the practical effect on assignments to runs of 
motormen and conductors when two-car trains were run 
during rush hours and single cars at other times during the 
day. <A typical timetable of this kind was submitted by 
Mr. Jackson to the committee based on the operation of 
fiftv two-car trains during the rush hours on a headway 
of ‘one minute, with a service graduated down for other 
hours to a headway of four minutes per single car. Ac- 
cording to Mr. Jackson, as may be expected, two-car opera- 
tion shows several points of advantage over conditions 
when single cars only are used. Observations were also 
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presented of the time required to pass a two-car train 
across the congested corner of Market Street and Broad 
Street, Newark, N. J. 

The discussion on Thursday afternoon was devoted to 
the relative maintenance costs of the various types of car 
bodies, trucks, electrical equipment and air brakes, together 
with the costs of lubrication and inspection, which would 
exist under each one of the various combinations to be 
assumed, The estimated costs of maintenance for the 
different units, which had been made up by the co-chairmen, 
were gone over with the closest detail by the committee 
as a whole and final figures which would represent a rea- 
sonable average for the whole country were decided upon. 

On Friday morning the matter of energy consumption 
was taken up. The effect of the large number of variables 
Which enter into this phase of the problem was discussed, 
and an effort was made to determine an average of the 
relative amounts of energy that would be required (1) for a 
single car with two motors, (2) for a single car with four 
motors, (3) for a two-car train of two motor cars, (4) for 
a two-car train consisting of a motor-car and trailer where 
the motors are large enough so that the trailer may be 
hauled as an all-day load, and (5) for the same train but 
with the motors of such capacity only as would be required 
if the trailer was hauled simply during rush hours, In- 
terest and depreciation on these various combinations of 
equipment, and the percentage of cars which would nor- 
mally be held out of service for wrecks and repairs, were 
considered, and average figures were determined. 

In the afternoon the committee took up the financial 
questions connected with these different types of cars and 
trains, as well as their traffic-handling ability and their 
relative safety of operation. 


COMMITTEE ON ELECTRICITY A. R. E. A. 


The American Railway Engineering Association has ap- 
pointed the following committee on electricity: George 
W. Kittredge, New York Central & Hudson River Rail- 
road, chairman; J. B. Austin, Jr., Long Island Railroad, 
vice-chairman; D, J. Brumley, Illinois Central Railroad; 
R. D. Coombs, consulting engineer; A. O. Cunningham, 
Wabash Railroad; L. C. Fritch, Chicago Great Western 
Railroad; George Gibbs, Pennsylvania Tunnel & Terminal; 
G. A. Harwood, E. B. Katté and C. E. Lindsay, New York 
Central & Hudson River Railroad; W. S. Murray, New 
York, New Haven & Hartford Railroad; Frank Rhea, 
commercial engineer; J. R. Savage, Long Island Railroad; 
Martin Schreiber, Public Service Railway; W. I. Trench, 
Baltimore & Ohio, and H. U. Wallace, consulting engineer. 

The work which the committee is to undertake is (1) to 
continue the consideration of the subject of clearances; 
(2) to report on the effect of electrolytic action on metallic 
structures and the best means of preventing it, and (3) to 
continue the preparation of a standard specification for 
overhead transmission-line crossings. The report pre- 
sented by this committee at the last meeting of the Ameri- 
can Railway Engineering Association was published on 
page 461 of the ELecrrrc Rattway Journat for March 23. 
1912. 


As an example of the constant effort toward the replace- 
ment of wood with steel construction it is interesting to 
note that the Bessemer & Lake Erie Railroad Company has 
ordered 100 50-ton all-steel box cars. These cars are 
made with %-in steel plate floors and 5/16-in. plate girder 
side sills. The end sheets are %4-in. and the side sheets 
3/16-in. steel plates for half the height of the car and the 
rest of these sheets and the roof are made of %-in. plates. 
The general appearance of the cars is not abnormal. In 
fact, they resemble the standard wooden freight car except 
for a slightly smoother and more symmetrical outline. 


COMMUNICATIONS 


CALCULATION OF RESISTANCE AND RATE OF AC- 
CELERATION 


RicHMonp, VA., April 15, 1912. 
To the Editors: 

lf a car is to be built to weigh, say, 30 tons, including 
electrical equipment of four GE-80 60-hp motors with 
K-28-B control, how could the resistance be calculated with 
such exactness that there would be an easy start on the 
first point, and so that the arcing when the controller 
passed from the first point to the off point would be re- 
duced to a minimum? Another problem which the writer 
would like to have solved is the following: 

If a car with certain low-speed gear ratio accelerated 
smoothly on level track and even up a 15 per cent grade 
at 500 volts, would not the acceleration be poorer if the 
gear ratio was changed for higher speed and the other con- 
ditions remained the same? Would the wheels tend to 
spin more because the higher speed equipment required a 
larger starting current and hence less external resistance? 
Why is it that the higher speed equipment requires a larger 
starting current and must have a finer rheostatic adjust- 
ment to reduce the spinning tendency to the minimum? 

James L. CRANE. 

The answers to Mr. Crane’s questions follow herewith: 

The total amount of grid resistance for use with the 
equipment and weight of car specified would depend on 
the initial acceleration desired. An acceleration of 1.5 
m.p.h. per second is a common figure used for ordinary 
service conditions. A tractive effort of too lb. per ton is 
needed to produce an acceleration of 1 m.p.h. per second. 
Hence there must be 1.510030, or 4500, lb. net tractive 
effort for a 30-ton car. The train resistance for the slow 
speed of starting will be about 20 lb. per ton, or 600 lb. for 
a 30-ton car. The total tractive effort developed by the 
motors in starting must therefore be 4500-+600=5100 lb., 
or 1275 lb. per motor for a four-motor equipment. By re- 
ferring to a characteristic curve for a GE-80 motor with 
4.73 gear ratio and 33-in. wheels, it will be seen that this 
required tractive effort is produced when each motor is 
taking 62 amp. With the motors connected in pairs with 
two motors permanently in parallel, as would be the case 
with a K-28-B controller, the total car current would be 
124 amp. By Ohm’s law the line potential of 500 volts 
divided by this current would give 4.03 omhs as the total 
resistance of the circuit. The resistance of four GE-8o0 
motors connected as above is 0.574 ohim, and if the re- 
sistance of the car wiring and inductive effect is 1.4 ohms, 
this would leave 2.056 ohms as the value of the grid re- 
sistance. Several methods are employed by designers for 
computing the values of the various resistance steps after 
the total resistance has been determined. One of these 
methods will be given in connection with an article on re- 
sistance to be published later. 

A car with the weight and equipment just mentioned 
will have a maximum speed of about 24 m.p.h. on a level 
track. If this gear ratio should be changed from 4.73 to 
3.53, the maximum speed will be increased to 30 m.p.h. If 
the accelerating current remains the same, the average 
acceleration will decrease from 1.5 m.p.h. per second to 
0.93 m.p.h. per second, due to the decreased tractive effort 
with the same current at the lower gear ratio. If it is 
desired to keep the average acceleration the same, then 
the accelerating current must be increased from 62 amp to 
82 amp per motor, to give the same tractive effort in each 
case. The rate of acceleration is limited by the weight 
on the driving wheels. Under ordinary track conditions, 
if the tractive effort developed is more than one-fifth of 
this weight, the wheels will slip. Thus in the case in 
question the tractive effort should not be over 3000 Ib. per 
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motor. With the equipment as specified, the motors would 
have to be very much overloaded to slip the wheels. uN. 
careful study of the characteristic curves for the motors 
used on any equipment will show how a change in gear 
ratio will affect the speed, acceleration and tractive effort. 


MANUFACTURING IN REPAIR SHOPS 


Lorp MANUFACTURING COMPANY. 
Brooxiyn, N. Y., April 23, 1912. 
To the Editors: 

We want to compliment you upon the editorial which 
appears on page 609 under the heading “Manufacturing in 
Repair Shops.” It is a most timely and well-put state- 
ment of facts. The manufacturer oftentimes is placed at 
a very great disadvantage by reason of the railway com- 
pany’s neglect to consider overhead charges and many 
other incidentals, such as non-productive labor. 

A few years ago it was very much the practice for elec- 
tric railway companies, especially large companies, to build 
their own cars, but they have proved now to their own 
satisfaction that they can purchase cars from the manu- 
facturer to far better advantage. 

When M. K. Bowen was president and general manager 
of the Chicago City Railway, that company operated a 
very large car factory in connection with its shops, but 
after a few years of manufacturing its own cars the com- 
pany decided that it would be better to purchase from those 
who made a specialty of car manufacture. Now it is the 
rule to purchase cars complete and the exception not to 
do so. 

All manufacturers of reputation and experience are spe- 
cialists in their line. This is an age of specialists, and 
they are more expert in their particular lines than the 
operator who must, of necessity, generalize. This is as 
true on electric railways as in law or medicine, and 
railway companies are rapidly coming to the point where 
they realize that it is cheaper for them to look only 
after the upkeep and operation of their properties and that 
they should depend upon the manufacturer for the par- 
ticular items of articles of which he is the producer and 
on which he should be an expert. Such an understanding 
will add to the healthy growth in revenue to the railway 
and the manufacturer. 

Lorp MANUFACTURING COMPANY, 
By W. R. Garton. 


WEED KILLER FOR ELECTRIC RAILWAYS 


To the operator of electric railways on private right-of- 
way or unpaved highways the approach of warm weather 


‘means heavy expense to keep the track free from the weeds 


and fungi which not only impede traffic but also prevent 
satisfactory drainage. Various methods of burning off 
weeds have been tried from time to time, but a simpler 
means is afforded by the use of a fungicide which will 
kill all vegetable and fungus growths without injuring the 
ties or rails in any way. A liquid which is asserted to 
embody this quality is the “Target Brand” weed killer 
made by the Horticultural Chemical Company, Philadel- 
phia, Pa. This compound is so highly concentrated that a 
mixture of 1 gal. weed killer with 4o gal. of water will 
kill all forms of vegetation to the root. One gallon thus 
diluted will cover 100 sq. yd. to 150 sq. yd., or one barrel 
mixed with forty barrels of water will cover 1 mile of 
single track at a cost of material not exceeding $25. The 
solution is sprinkled by means of any simple form of tank 
car. One application is considered sufficient for a season. 
The manufacturer states that the best time for applying this 
compound is just after rain, as the liquid is then absorbed 
by the roots before it is taken up by the soil ; 
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METAL CROSS-ARMS AND PINS 


The St. Louis Malleable Casting Company, St. Louis, 
Mo., is bringing out a complete line of metal cross-arms 
and metal pins for all kinds of service from telephone and 
telegraph to high-tension transmissions. The cross-arm 
will be a standard commercial channel with a 4-in. web 
and 15-in. flanges, tapered on the inside from vw in, to 
5/16 in., weighing 514 lb. per foot and punched as required. 
A second cross-arm, weighing only 4% lb. per foot, with a 
tensile strength eighteen times greater than wooden arms, 
will also be available. If still greater economy is desired, 
a special channel arm will be bent from cold steel plate 
3/16 in. thick. These arms will be galvanized for 34 cent 
per pound, and a complete arm with its set of pins will be 
double-dipped with “Rabok” graphite rust and heatproof 
paint for 3 cents. In general, it is stated that these metal 
cross-arms and pin outfits will weigh less than wood and 
prove more durable. 

Of the several designs offered, the type “K” equipment 
will prove most interesting to electric railways, because it 
is adapted for both high-tension and low-tension work. 
The most striking feature of the pin is the hinged construc- 
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Metal Pole Fittings for High-Tension Service 


tion which permits it to be attached to channel, angle, 
“T” or other metal arms without drilling any holes in the 
arms. As shown in the accompanying drawing, an inward 
projection on the hinge wedges against the taper of the 
cross-arm flange and so draws the pin up tightly against all 
four sides of the arm, even when the nut on the bottom is 
screwed but halfway with the fingers. A hammer blow on 
the outer side of the hinge makes it easier to turn up the 
nut. The natural spring of the bottom of the hinge casting 
acts as an effective nut lock. 

For low-tension work the type “K” pins will be sold for 
less than 4 cents each; furthermore, there are only two 
pieces to assemble, namely, the pin and its nut. For high- 
tension work these pins will be furnished for less than the 
old-style malleable pins with steel studs extending through 
wooden arms. Insulation for high-tension work can be 
provided at an additional cost of 234 cents for each io-ft. 
arm by placing a 154-in. x I-in. wooden strip on the top of 
the arm. 

The type “K” arm and pin are used in connection with 
the metal chair and clamp illustrated for clamping to 2-in. 
to 7-in. iron poles. The arm is prevented from dropping 
from the chair because, even though the bolts are loose, the 
chair supports both the side and the bottom of the arm. 
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The arm cannot slip down on the pole, even if the nuts on 
the bolts are turned up with the fingers. The set for a 6-in. 
pole weighs 5 |b. and costs about 25 cents. It is asserted 
that the combination of this clamp, type “K” pin and chan- 
nel cross-arm makes a feeder arm which at half the cost is 
much stronger than the present designs of feeder arms. 


SEAMLESS AND WELDLESS SHEET-STEEL GEAR CASE 


A striking innovation in American gear case practice 
is the seamless and weldless sheet-steel design which has 
just been placed on the American market by Rudolph 
Chillingworth, Nurnberg, Germany. Although this gear 
case has been in use on European street railways for ten 
years, the high tariff on manufactured steel products made 


Halves of Seamless and Weldless Gear Case 


it impracticable to sell a foreign-made product in this coun- 
try. Now that a few sample cases have been successfully 
tried out, however, by some American lines, Mr. Chilling- 
worth has established a factory at Jersey City, N. J. The 
advantages of sheet-steel gear cases, especially from the 
standpoints of lightness and ease of repair, are too well 
known to require explanation. The Chillingworth method 
is considered to mark another step forward in the manu- 
facture of such cases because each half with its correspond- 


Seamless and Weldless Gear Case Complete 


ing brackets is drawn from a single piece of sheet steel. 
Consequently, this case is free from the large number of 
rivets, welds and overlaps which are common to built-up 
cases. Two great advantages of the single-piece construc- 
tion are that the lubricant is retained in the case and that 
injurious substances cannot enter, as there are no seams 
which are liable to open from vibration in service. These 
gear cases are made for any type of suspension desired and 
for any specified truck and motor clearances. 
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News of Electric Railways 


National Civic Federation to Consider Extent of Public 
Service Legislation 


Following a meeting on April 13, 1912, of the executive 
council of the department on regulation of interstate and 
municipal utilities of the National Civic Federation it was 
announced that John H. Gray, professor of economics in 
the University of Minnesota, is in active charge of the in- 
vestigation to be conducted by a committee of the federa- 
tion to determine how far regulation of public utilities, 
including steam and electric railroads and electric and 
water power companies, may go without interfering unduly 
with management. The history, status, methods and results 
of control. of public service corporations in the United 
States will also be compared with the methods employed 
in England in regulating quasi-public corporations. For 
this purpose a detailed investigation will be made of cor- 
poration regulation in England. 

Prof. Bruce Wyman, of the Harvard Law School, has 
been appointed counsel for the investigation. Other ex- 
perts who have been employed are William D. Kerr, for- 
merly of the Wisconsin Railroad Commission, and I. L. 
Scharfman, of the Boston bar. A compilation of all the 
public service laws of the United States (federal and state), 
Great Britain, the Dominion of Canada and the Canadian 
provinces has been undertaken by the federation. The com- 
mittee will probably include in the investigation some of 
the typical instances of local utilities under the control of 
local commissions, such as the street railways in Chicago 
and the public utilities in Kansas City, St. Louis, Toronto 
and Los Angeles. 

The executive committee which was appointed last June 
by the federation with power to determine the method and 
scope of the investigation consists of Emerson McMillin, 
chairman; Franklin Q. Brown, Martin S. Decker, Franklin 
K. Lane, Blewett Lee, Milo R. Maltbie, P. H. Morrissey, 
Leo S. Rowe and John H. Gray, secretary. 


Terms Suggested to Govern Improvements at Boston 


Prof. Bruce Wyman, of the Harvard Law School, is re- 
ported to have prepared at the solicitation of Governor 
Foss of Massachusetts a plan to meet the offer of the New 
York, New Haven & Hartford Railroad to the effect that 
upon a properly approved scheme it would spend $100,000,- 
000 in improvements at Boston. Under the plans of Prof. 
Wyman the North Station would be sunk underground; a 
tunnel would be bored under Atlantic Avenue; the South 
Station would become the city’s sole above-ground passen- 
ger terminal; the Boston bridges on the Charles River 
would, with the exception of the Charlestown bridge, be done 
away with and a new four-level underground station would 
be established at State Street. Involved in this plan is the 
dissolution of the Boston Holding Company, the leasing of 
the Boston & Maine Railroad to the New York, New Haven 
& Hartford Railroad for twenty-five years, with a prospect 
of eventual consolidation, and the electrification of the lines 
in the metropolitan district within five years. The Boston 
Post quotes Prof. Wyman in part as follows: 

“The first step is the construction of a tunnel under Bos- 
ton to unite the railroads which enter Boston from the 
south with those which enter Boston from the north. The 
railroads from the south have been brought into the South 
terminal, which is one of the great railway stations of the 
world. On the north, within our own time also, the trains 
have been brought into the North Station, which we all 
agree to be at best a temporary structure. A four-track 
tunnel between the two stations would bring about the con- 
centration of our railroad terminals. Plainly the North 
Station is the site for an urban station. In tunneling under 
Boston, undoubtedly there would be another station mid- 
way between the two stations, probably at State Street, 
under the present so-called Atlantic Avenue station of the 
East Boston tube. In this way Boston passengers would 
have the choice of at least three stations for their arrival 
and departure, while in crossing the city no changes would 
be necessary. 


“Tn order to connect all railroad transportation lines the 
scheme of development should include a tunnel to East 
Boston. This would take care only of the eastern division 
in a satisfactory way. But it would also handle the Revere 
Beach business and probably the eastern division trains. 
From the point of view of freight handling this is indispen- 
sable, as our greatest railroad dockage has been developed 
upon the East Boston waterfront. It is also clear that the 
through tunnel should go beyond the present site of the 
North Station under the Charles River with its northern 
portal in the Boston & Maine Railroad yards in Charles- 
town. Whatever legislation there is should provide for 
this and for the removal from the Charles River of the 
piling with which the railroad bridges now encumber it. 

“The legislation of 1912 should provide in a comprehen- 
sive way for the settlement of the whole transportation 
problem. The Legislature should insist that the Albany 
road be electrified at least as far out as Riverside at the 
same time. The South Station should be free of steam 
engines and the Exeter Street yards, which now divide the 
Back Bay district, should be in some way eliminated. Pro- 
vision should also be made for the standardization of the 
Revere Beach road and for the bringing of it into Boston 
by the East Boston branch of the railroad tunnel. Who 
knows but thé Grand Trunk will come in by the same route? 
The legislation should provide for this contingency.” 

Governor Foss sent a special message to the Legislature 
on April 24, 1912, recommending the consolidation of the 
Boston & Maine Railroad and the New York, New Haven & 
Hartford Railroad, a tunnel under Boston to connect the two 
systems and electrification of the lines within a radius of 
from Io to I5 miles of the heart of Boston. The message 
also recommends that a public utilities commission be es- 
tablished in place of present Railroad Commission and Gas 
and Electric Light Commission. An outline of the pro- 
posed bill was printed in the Exvectric Raiwav Jourxar of 
April 13, 1912, page 631. 


The Street Railway a Benefactor 


W. A. House, president of the United Railways & Elec- 
tric Company, Baltimore, Md., has referred as follows in 
the annual report of the company just issued to the part 
played by the street railway as a public benefactor: 

“There are some people who do not appreciate the benefit 
the United Railways & Electric Company is to Baltimore 
and the counties. Many do not take the trouble to familiar- 
ize themselves with public affairs or are indifferent regard- 
ing such matters. They look on the street railway com- 
pany as a corporation actuated solely by selfish motives. 
They forget that a corporation represents <1 aggregation 
of units—that the word practically means co-operation, and 
that co-operation is the keynote to success. Very few peo- 
ple realize the difficulties of modern street railway opera- 
tion. When tie-ups or blockades occur the company is 
often condemned, although the resulting detentions may be 
beyond its control. When everything is working smoothly 
and there is comparative freedom from delays, no mention 
is made of the fact, because it is what the people expect. 
The aim of the company is to give as perfect service as is 
practicable, and it believes that the major portion of the 
people is reasonable in its expectations. Counting the 
transfers, people step up and down from its cars over one 
million and a quarter times a day. The cars pass over the 
system mainly through the crowded streets, covering nearly 
79,000 miles, or over three times the circumference of the 
globe, in a single day. 

“A street railway is dependent for its existence upon the 
good will of the people of the particular community in 
which it is operated. To a large Percentage of the residents 
of a city the means of travel about the city and into the 
suburbs, such as are afforded by a modern ‘street railway 
are essential to the commercial and social life of the 
citizens. There is a community of interest between the 
people of a city and its street railway company. A few 
people have not yet been able to overcome the idea that 
the street railway company, because a corporation, is in- 
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capable of any good purpose and altogether indifferent to 
the wishes and convenience of the riding public. Criticism 
of service applies more particularly to the rush hour 
period, when the complaint is that the cars are overcrowded. 
They are and they will probably always be so. This is 
one of the most complex problems, and a daily one, that 
confronts the managers of a street railway system, and 
it would seem to be almost impossible of solution so long 


as everybody wants to go in the same direction at the 
same time.” 


New York Transfer Bill Vetoed by Governor 


Brief mention was made in the Etecrrtc RAmWAY JOURNAL 
of April 20, 1912, page 660, of the hearing before Governor 
Dix at Albany, N. Y., on April 16, 1912, in regard to the 
Stilwell-Goldberg bill passed by the Legislature to require 
the street railways which operate in the borough of Man- 
hattan to comply at once with the order of the Public 
Service Commission of the First District directing the com- 
panies to restore transfers at more than 150 points at 
which they were discontinued following the receivership 
and the segregation of the several properties. On April 
19, 1912, the Governor vetoed the bill, saying in part: 

“The object of this bill is to confirm by legislative enact- 
ment an order heretofore granted by the Public Service 
Commission which is being litigated. If the order shall be 
upheld by the courts the proposed legislation will be thus 
proved unnecessary. On the other hand, if the courts 
should decide that the order is neither just nor reasonable 
I cannot admit the propriety and justice of compelling by 
legislative enactment what would have been forbidden by 
the court if the litigation should not have been summarily 
ended by statute. I am accordingly of opinion that any 
legislation in this matter should at least await the judicial 
determination which is under way.” 

The final order for the restoration of transfers at I51 
points was issued on Dec. 5, 1911. The companies obtained 
writs of certiorari for review of all the proceedings and 
the entire matter is now before the courts. 


Bill to Create Utility Commission in Washington Amended 


Senator Gallinger, chairman of the Senate District com- 
mittee, has reported back to the Senate, with a recom- 
mendation that it pass, the bill to create a public service 
commission to supervise the operation of the public service 
corporations in the District of Columbia. As now recom- 
mended by the committee the bill will provide that “every 
public utility doing business in the District of Columbia 
having tracks, conduits, subways, poles, wires, switchboards, 
exchanges, works or other equipment shall, for a reasonable 
compensation, permit the use of the same by any other 
public utility whenever public convenience and necessity 
require such use,” etc. The provision that in case the 
corporations in question cannot agree in regard to the 
necessity for joint use, or the compensation to be paid for 
joint use, the commission shall decide is retained. 

An amendment adopted gives the commission power not 
only to compel public utility corporations to comply with 
this proposed law and municipal regulations but also to 
compel them to comply “with all other laws of the United 
States applicable.” This will enable the committee to en- 
force provisions of the general laws for the regulation of 
. interstate commerce. The physical valuation of the prop- 
erties of the public utilities is provided for. 

The section regarding the depreciation account has been 
redrafted. The committee has added to the list of things 
which it is to investigate upon complaint or upon its own 
initiative “time and conditions of payment,” so that it is 
specified that “upon its own initiative or upon reasonable 
complaint made against any public utility that any of the 
rates, tolls, charges or schedules or services or time and 
conditions of payment, or any joint rate or rates, sched- 
ules or services, are in any respect unreasonable or un- 
justly discriminatory” the commission is to make an investi- 
gation. 

The provision about the ownership of stock or bonds of 
one public utility corporation by another has been redrafted 


to prohibit the acquiring of either stock or bonds of one 


company by another, except on the written authority of the 
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commission. The committee decided to extend from 90 
to 120 days the length of time within which appeals from 
orders of the commission must be taken to the courts. The 
bill originally had given the commission power to extend 
the ninety-day period, but that authority is denied to the 
commission as the bill is redrafted. The redrafted bill is 


more stringent in regulating the issue of stocks, bonds and 
other liabilities. 


Schedules at Cleveland 


At the first meeting of the board of arbitration chosen to 
decide whether the new schedule insisted upon by the city 
of Cleveland for the Superior Avenue line is practicable 
J. J. Stanley, president of the company, suggested that an 
extra car be put into regular service on the line at an ex- 
pense of $6 per day for motorman and conductor. This 
car, he believed, would result in lengthening the layovers 
three minutes and would relieve the situation somewhat 
when cars are late. Mayor Newton D. Baker and Street 
Railway Commissioner Witt accepted the suggestion, and 
the board of arbitration adjourned until May 16, 1912, to 
await the result of the trial of this plan, which was to be 
put in operation on April 22, 1012. 

Before this suggestion was made Mayor Baker stated 
that he felt some agreement could be reached without re- 
sort to the machinery of the franchise. If the arbitrators 
should find it necessary to mect again they will decide 
whether schedules may be properly made a subject of 
arbitration. 

Early in the week F. H. Goff, president of the Cleveland 
Trust Company and representative of the Cleveland Elec- 
tric Railway during the Johnson negotiations, expressed his 
willingness to act as the third member of the board of 
arbitration. 

The directors of the Cleveland Railway took no action 
at their meeting on April 20, 1912, in regard to the operat- 
ing deficit, which now aggregates about $95,000. On April 
18, 1912, city officials announced that they would not oppose 
an increase in the fare when the interest fund becomes 
less than $300,000. On March 1, 1912, the fund amounted 
to $367,000, having decreased from $700,000 on June 1, I91T. 
It is estimated that a charge of I cent for each transfer 
will have to be made later to bring the fund up to $700,000 
again. 

The monthly statement of the company for March, 1912, 
shows a book surplus of practically $25,000, a deficit of 
about $25,000 in the operating fund and a surplus of $18,000 
in the maintenance fund. 


Indiana Railroad Commission to Visit Rail Plants.—Ar- 
rangements were made at the close of the second hearing 
in regard to steel rails before the Indiana Railroad Com- 
mission on April 15, 1912, for the members of the commis- 
sion to visit the plants of the Illinois Steel Company at 
Chicago and the Indiana Steel Company at Gary to inves- 
tigate the manufacture of rails. 


Terms for Settlement of Differences Between City and 
Company in San Francisco.—Thornwell Mullally, assistant 
to the president of the United Railroads, San Francisco, 
Cal., has addressed to the public utilities committee of the 
30ard of Supervisors a letter in which he has outlined terms 
for the settlement of all questions at issue between the city 
and the company in regard to the operation of the Geary 
Stfeet Municipal Railroad. 


Bill to Create Public Service Commission Passed in 
Rhode Island.—Governor Pothier of Rhode Island has 
signed the bill passed by the Legislature to create a com- 
mission to supervise the public service corporations which 
operate in Rhode Island. The measure was introduced into 
the Legislature in February, 1912, and a brief digest of the 
provisions of the bill was published in the Evecrric Ratt- 
way Journat of March 9, 1912. The measure as finally 
passed differs somewhat from the one originally introduced. 

Opinion in Regard to Illinois Employers’ Liability Law.— 
In an opinion handed down on April 22, 1912, the Illinois 
Supreme Court holds that under the 1909 health, safety and 
comfort act it is mandatory upon employers to provide safe- 
guards against dangers and hazards in all industrial plants; 
that notification by the state factory inspection department 
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of the need of installing safety devices is not necessary, and 
that in case of violation of this act an employer is liable not 
only for damages in the sum fixed by a jury but also for 
the penalty prescribed for violation of the law. 


Toronto Applies for Municipal Ownership Rights.—The 
city of Toronto, Ont., has given notice that it intends to 
apply to the Ontario Legislature for an act to authorize 
the city to assume the ownership and possession of the 
Toronto & York Radial Railway running from Sunnyside 
Crossing, Toronto, to a point at or near Long Branch 
Park, in the township of Etobicoke. The city intends to 
extend this line in an easterly direction along the Lake 
Shore Road and Queen Street, in Toronto, so as to connect 
with the tracks of the Toronto Railway. 


Supplementary. Reports on San Francisco.—B. J. Arnold 
has submitted to the Board of Supervisors of San Fran- 
cisco two additional preliminary reports, one relating to 
tunnels into Harbor View, the other to the location of the 
outer terminal of the Geary Street Municipal Railroad. Mr. 
Arnold believes that little time should be wasted before 
commencing the construction of a tunnel for street rail- 
way traffic from the business sections to the Harbor View 
bridge. The tunnel will also include a sidewalk. It is rec- 
ommended that the Geary Street Municipal Railroad should 
be extended on Balboa Street and Cabrillo Street to the 
beach at Golden Gate Park. 


Increase in Tax Values in Kentucky.—The State Board of 
Valuation and Assessment of Kentucky has announced that 
a general increase in the assessments of the franchises of 
public service corporations is to be made. Some of the in- 
creases which have already been announced include those of 
the Louisville Railway from $6,800,270 to $13,900,000, and the 
Covington Railway from $710,373 to $5,000,000. In this con- 
nection it is reported that Governor McCreary plans to call 
a special session of the Legislature to consider the adoption 
of a bill to create a public service commission. The Legis- 
lature at its regular session defeated a measure of this kind, 
which was introduced at the instance of the administration. 


Fenders in New Orleans.—The committee of the City 
Council of New Orleans, La., which is considering the 
question of a suitable fender for use on the cars operated 
in that city by the New Orleans Railway & Light Com- 
pany has not adopted any policy of opposition to fenders 
as compared with life guards, as might have been inferred 
from a note in this column in the issue of April 13, 1912. 
It is seeking only to secure the best protective device. 
About 150 letters from manufacturers or inventors of fend- 
ers and wheel guards have been submitted to the company. 
The company will make selections from among these de- 
vices and submit them to the Council for acceptance about 
June 1, 1912. 


Progress of Valuation Work in Chicago.—James J. Rey- 
nolds, of the valuation committee which is preparing a re- 
port on the physical value of the property of the elevated 
railways operated in Chicago in connection with the pro- 
posed plan for the unification of the surface and the elevated 
railways, is reported to have said on April 17, 1912: “We 


checked this afternoon a number of items and got our own 


and the company’s figures compared. Where there is a dif- 
ference the experts of both sides are making comparisons 
to see what causes the differences of opinion, It will be 
impossible to make an estimate of the time it will take to 
go over the whole situation, but we intend to finish it and 
make our report to the local transportation committee of 
the City Council.” 


Proposed Elevated Railway Improvements in New York. 
—A statement was submitted on April 22, 1912, to the Public 
Service Commission of the First District of New York rela- 
tive to proposed improvements at stations on the Manhattan 
Elevated Railway, which is operated by the Interborough 
Rapid Transit Company. The company is willing to con- 
sent to such improvements pending the conclusion of the 
subway negotiations, and particularly of the question of 
third-tracking and extending the elevated lines on a com- 
prehensive scale. The more extensive improvements that are 
under consideration may cost $1,500,000. To a large extent 
the work would consist in widening the ends of platforms 
which have been increased in length from time to time ae 
the length of the trains has been increased. 
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Bill to Fix the Hours of Labor of Canadian Employees.— 
Sir James Whitney, Premier of Ontario, has introduced an 
amendment to the bill to give the Ontario Railway & Mu- 
nicipal Board power to fix the hours that street railway 
employees are to be required to work. The bill as origi- 
nally drafted referred to motormen, conductors and other 
employees, whereas the amendment would confine the act 
to motormen and conductors. The bill provides that in no 
case shall these employees be required to work more than 
six days a week and ten hours a day, the said ten hours’ 
work to be completed within twelve consecutive hours as 
“far as practicable.” His reason for inserting the words Sais 
far as practicable’ was because he had come to the conclu- 
sion that any direct provision in the statutes in regard to 
the number of consecutive hours would embarrass the com- 
panies if they should be called upon to meet an extraordi- 
nary emergency. In any cases about which there might 
be a question as to the ability of the company to arrange 
to have the men complete their daily task within twelve 
hours the matter could be referred to the Ontario Railway & 
Municipal Board. 

Tax Returns in Indiana.—Figures compiled from reports 
filed by the electric railways of Indiana with the State 
Board of Tax Commissioners for assessment purposes 
show that only 7.42 miles of track were built in Indiana 
during 1911 and that only 0.2 mile of this was second main 
track. These figures do not include the returns of electric 
railway partially built in 1911 and completed in 1912. The 
Indianapolis & Cincinnati Traction Company reported an 
increase of 46.25 miles in main track, due to taking over the 
property of the Indianapolis & Southeastern Traction Com- 
pany, a line previously built and operating between Indian- 
apolis, Shelbyville and Greensburg. The St. Joseph Valley 
Traction Company reported the largest increase in main 
track, but this was only 7 miles. The Terre Haute, Indian- 
apolis & Eastern Traction Company reported a decrease in 
net earnings from $233,222 for 1910 to $210,642 for IgII. 
The gross earnings of the Indiana Union Company were 
$2,295,707 for I9I1I, as compared with $2,364,627 for rIgto. 
The Indianapolis, Crawfordsville & Western Traction Com- 
pany, which has been operated by a receiver for more than 
a year, reported an increase in net earnings of about $4,400. 


Steinway Tunnel Established as Rapid Transit Route.— 
The Public Service Commission for the First District of 
New York has completed the legalization of the Steinway 
tunnel rapid transit route, which will be part of the dual 
system of subways in Greater New York. The Steinway 
tunnel was built by a private company controlled by In- 
terborough Rapid Transit Company interests. It runs from 
Forty-second Street and Fourth Avenue, Manhattan, 
through Forty-second Street and under the East River to 
Long Island City. The tunnel is said to have cost between 
$7,000,000 and $8,000,000, but the Interborough Rapid Tran- 
sit Company proposes to turn it in to the city at $3,000,000 
as a part of the extended subway which is to be operated 
by that company. To do this it was necessary for the 
commission to establish it as a rapid transit route under 
the law. This was done by action of the Public Service 
Commission and the Board of Estimate and Apportion- 
ment. It was also necessary to get the consents of a ma- 
jority of property owners along the route, and this has now 
been done through the action of the New York Central & 
Hudson River Railroad, which owns property in Forty- 
second Street and which has formally consented to the new 
route. 


PROGRAMS OF ASSOCIATION MEETINGS 


Street Railway Association of the State of New York 
At a meeting of the executive committee of the Street 
Railway Association of the State of New York at the Hotel 
fo Utica, N. Y., on April 18, 1912, it was decided to hold 
the annual convention of the association at ‘Ss 
‘ ss aratoga 
Springs, N. Y., June 26 and 27. : 


Arkansas Association of Public Utility Operators 


The Arkansas Association of Public Utility Operators 
will hold its fifth annual meeting at Little Rock, Ark. on 
May 20, 21-and 22. , 


iy, 
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Financial and Corporate 


Stock and Money Markets 


April 24, 1912. 

The rather abrupt forward movement on Tuesday of the 
prices of securities traded in on the New York Stock Ex- 
change was checked to-day. There was also a considerable 
change in activities. Except for Reading and a few others 
the representative market leaders were traded in only to a 
very limited extent. The speculative issues were prominent, 
however, and twenty-seven new high records for the year 
were recorded in the specialties. Rates in the money mar- 
ket were: Call, 2'%4@3 per cent; sixty days, 3'4@334 per 
cent; ninety days, 4@4™% per cent. 

In the Philadelphia market trading was well distributed, 
with bonds in fair demand. No issue in particular featured 
and the price changes which were recorded were only small 
fractions. 

In the Chicago market activity was centered largely in 
the industrials. The bond market was dull. 

In the Boston market trading in the industrials and rails 
was quiet. On the whole the Boston market was devoid 
of interesting features. 

In the Baltimore market United Railways funding 5’s were 
strong and rose two points. 

Quotations of traction and manufacturing securities as 
compared with last week follow: 


April 17. April 24. 
American Brake Shoe & Foundry (common)......... a96l a95% 
American Brake Shoe & Foundry (preferred)........ al34% al1l8%4 
Americar. Cities Company (common)................- 33% *3abe 
American Cities Company (preferred)............... 82% *821% 
American Light & Traction Company (common)......a305 a305 
American Light & Traction Company (preferred)....a109 al09 
American Railways Company. ...-...< 200 5...- 00.050 a44 a44 
Aurora, Elgin & Chicago Railroad (common)........ 4334 a50 
Avrora, Elgin & Chicago Railroad (preferred)........ a&8634 a88 
ei AGUNG MUON ooo es ca oes iene see sess es ame al30 al29 
Boston Suburban Electric Companies (common)...... als al5 
Boston Suburban Electric Companies (preferred)..... a8l% a814 
Boston & Worcester Electric Companies (common).... al10% al0™% 
Boston & Worcester Electric Companies (preferred).. a50 a50 
Brooklyn Rapid Transit Company.......--..-.-..++- 83 83% 
Capital Traction Company, Washington............. 125 125 
Cisenow tilly Raslway © 2.20 0s-. cos Skee. ess cee s al90 al90 
Chicago Elevated Railways (common).....-.......... a40 a40% 
Chicago Elevated Railways (preferred)........-.-.-- a94 a94 
Chicago Railways, ptcptg., ctf. 1.........--..+----., a96 al00 
Chicago Railways, pteptg., ctf.” 2.......--.-..--..-6: a36 a34 F 
Chicago Railways, ptcptg., ctf. 3..........-+-+..5-- ad5g al0'™% 
Chicago Railways, ptcptg., Ctl. 4......-.--2-- eee eee asi a6 
Cincinnati Street Batlway oo «5 .joe ess cee eee ses eees al31 pis 
Relea SRN ES So en ans ob Win othe ole hie <a ot Fi Smee al05 al05_— 
Cleveland, Southwestern & Columbus Ry. (common)... *4%4 *434 
Cleveland. Southwestern & Columbus Ry. (preferred). 32 *32 
Columbus Railway & Light Company.........-.-.--- a55 a55 
Columbus Railway (common).....-.-..-+--++e-ee+05 80 80 
Columbus Railway (preferred).....-...-----++-++++- ao4 ag94 
Dayton Street Railway (common).......-..-...--+.- a25 a25 
Dayton Street Railway (preferred).....-.-....+---+- a100 a100 
Denver & Northwestern Railway.........---.-----+. 135 135 
Detroit United Railway... .. 22-2226. 202 -eeceecscece a70 a70 
General Electric Company..........-..------sseesees 170% 170 
Georgia Railway & Electric Company (common)...... a126 ; al28 
Georgia Railway & Electric Company (preferred).... a86 4 a86% 
Interborough Metropolitan Company (common)...... 195% 20 
Interborough Metropolitan Company (preferred)..... 5854 08% 
International Traction Co. 4% bonds, rcts.........-.-. 5 75 
Indiana Union Traction Company.......-++-+-++-+++- 7 me 
Kansas City Railway & Light Company (common).... a20 a20 
Kansas City Railway & Light Company (preferred).. a50 a50 
Lake Shore Electric Railway (common).....-.+++++++ 8 8 
Lake Shore Electric Railway (Ist preferred)........-- 91 91 
Lake Shore Electric Railway (2d preferred).....-.-- 24 on 
Manhattan Railway ..-...---rececrcecerr ee secsreres al37 al3 A 
Massachusetts Electric Companies (common).......- a2i a2 , 
Massachusetts Electric Companies (preferred).....-. 295% {895% 
Milwaukee Electric Railway & Light (preferred)......*105 105 
Norfolk Railway & Light Company...:...+++-+++re+- 27 La. 
North American Company ....-. NA oe ee ee & 3% a 4y 
Northern Ohio Light & Traction Company (common).. a75 a7s 
Northern Ohio Light & Traction Company (preferred) .al 10 ey: 
Philadelphia Company, Pittsburgh (preferred)......-- a3 “2 
Philadelphia Company, Pittsburgh (common).....---- até 4P 
Philadelphia Rapid Transit Company....--.++++++--- 023% see 
Portland Railway, Light & Power Company......+--- 58 14 ef \% 
Public Service Corporation ..-..-+-++ee eee eeerereees allt al tg 
Third Avenue Railway, New York.....--.---+e+00+05 37% a a 
Toledo Railways & Light Company.......+.+0+reees als ce M4 
Twin City Rapid Transit_Co., Minneapolis (common) .a106_ we ety 
United Rys. & Electric Company (Baltimore).......- 20% a A 
United Rys. Inv. Co. (common).....-+++++eerreeerre 33% an 
United Rys. Inv. Co. (preferred).....----sseesereree 62% Bey 
Virginia Railway & Power Company (common)....-.- pe ee by 
Virginia Railway & Power Company (preferred)....- 8 : eae 
Washington Ry. & Electric Company (common).....- AZ Pe 4, 
Washington Ry. & Electric Company (preferred)..... a9 ? * 
West End Street Railway, Boston (common)........ a84%4 a 
West End Street Railway, Boston (preferred).....-. a101% ane 
Westinghouse. Elec. & Mfg. Co....sss+-seeersreeres 73% an 
Westinghouse Elec. & Mfg. Co. (1st preferred)...... al22y% a 4 


*Last sale. a Asked. 
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ANNUAL REPORTS 


United Railways & Electric Company of Baltimore. 


The income account of the United Railways & Electric 
Company of Baltimore for the year ended Dec. Shit, UiCoyIUIly 
follows: 


COC BaeT RAILINGS cs ar teins craic peri nrc nt ain oe are oe $8,025,758 

Operating expenses: ; 
Conducting transportation 
DTH ST HTOIRSIs 5 siasccteacieh Mel Nin ale Were ce 


Total operating expenses 3,681,093 
INSU SECUANRE orem etuies cna nate settee net alee AP IDI ee eT $4,344,665 
Ratio of operating expenses—45.87 per cent. 
Inoowie from other SomrGesy ai saeass ites tian casinos aa ttre ag 2,640 
Total het anebm|erng Saat ee ene aie SOE eee $4,347,305 
Fixed charges, etc.: 
sterest: tone Horde cette cree ieee nore etree a $2,095,775 
Pere Gnidutother teres wisideite conor re ana. 725,559 
Ground rents and other rentals. ....3..+css.06e0ees 8,052 
Interest on car trust certificates, series ““A”........ 6,563 
Interest on car trust certificates, series ““B’........ 15,937 
Interest on car trust certificates, series ‘‘C’’........ 7,800 
Tatel tied chiarresy hola cn’. sccaldnvernotsude vtviela sisi ehelehe 2,859,686 
Balancers Toss deste stars ec aree a oN on eum ga iazes eral tere ear $1,487,619 
Deduction from income—rental account, 1% per cent sinking 
fund, Maryland Electric Railways Co. 5 per cent bonds..... 60,000 
ose 
: $1,427,619 
Amount written off for extraordinary expenditures, subject, 
however, to final distribution by the board of directors...... 450,944 
: : $976,675 
Interest on income bonds and dividends on preferred stock... 560,000 
Balance for the year carried to the credit of profit and 
HOSS P< RCC OUT. Macaredrs, ot) iste dud acs aei merece er oraleainuies sine ations $416,675 


William A. House, the president, says in his report in 
part: 

“Comparing 1911 results with those of 1910, we have the 
following: Increase in gross earnings, $337,863, or 4.39 
per cent; increase in operating expenses, $79,197, or 2.20 
per cent; increase in fixed charges, $58,050, or 2.07 per cent; 
increase in amount carried to credit of profit and loss for 
the year, $53,860, after deducting $60,000, representing 1% 
per cent sinking fund on the $4,000,000 Maryland Electric 
Railways 5 per cent bonds for the year, and $560,000 in- 
terest on income bonds and dividends on preferred stock. 

“The increase in fixed charges is due to increase in park 
tax, the additional obligations incurred for rentals on prop- 
erty leased from the Maryland Electric Railways and inter- 
est on increased number of funding bonds. 

“The percentage of operating expenses to gross earn- 
ings was 45.87 per cent, as compared with 46.85 in 1910, a 
decrease of 0.08 per cent. 

“The average earnings per car mile were 27.97 cents, an 
increase of 0.43 cent (due to increased efficiency resulting 
from large expenditures upon the property), and the cost of 
service 12.83 cents (exclusive of taxes and rehabilitation 
charges), a decrease of 0.07 cent. 

“The number of car miles run was 28,608,339, an increase 
of 786,766 miles. 

“The total number of revenue passengers carried was 
161,467,727, an increase of 6,538,042. 

“The number of transfers used was 64,643,636, an increase 
of 3,853,820, about 40 per cent of the paying passengers 
having availed of the transfer privilege. 

“The policy pursued since the great fire of charging to an 
account designated as ‘extraordinary expenditures’ the 
amounts required for rehabilitating the property was con- 
tinued. There was taken from income $450,044, which was 
credited to extraordinary expenditures and put into the 
property. 

“Attention is called to the fact that $330,920 was spent 
for maintenance of way and $426,925 for maintenance of 
equipment (as against $287,033 and $413,724 respectively dur- 
ing 1910) in addition to the $450,944 extraordinary expendi- 
tures above recited, or a total of $1,208,789. 

“Current assets as of Dec. 31, 1911, were $899,434 in excess 
of current liabilities; accounts payable were decreased 
$22,428, and cash on hand increased $58,806. 

“There was expended $373,557 in 1911 under the arrange- 
ment with the Maryland Electric Railways for purchase, 
construction, etc., of property leased to your company. 
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“There was in the hands of the trustee, as of Dec. 31, 
1911, out of the proceeds of the sale of Maryland Electric 
Railways 5 per cent bonds $114,277, which is available tor 
the acquisition of additional property. 

“In the twelfth annual report for the year ended Dec. 31, 
1910, reference was made to the fact that your company 
was indorser of $450,000 of Baltimore, Sparrow’s Point & 
Chesapeake Railway notes, representing part of the original 
construction cost of that property, and of $100,000 notes of 
the Baltimore, Halethorpe & Elkridge Railway, representing 
the total original construction of the latter road. At that 
time these notes were held by several banks. Prior to 
Dec. 31, 1911, however, your company had taken over from 
the banks $150,000 and $100,000 of these notes respectively, 
and now holds them in its treasury. 

“For the purpose of providing funds for the payment of 
the $2,000,000 first mortgage 5 per cent bonds of the Balti- 
more City Passenger Railway and the $500,000 41% per cent 
certificates of indebtedness of the same company, both of 
which matured Nov. 2, 1911, and for redeeming the out- 
standing $535,000 car trust certificates, series ‘B’ and ‘C,’ 
your company issued on July 15 $3,125,000 three-year 5 per 
cent collateral trust convertible coupon notes in denomina- 
tions of $100, $500 and $1,000. These notes are redeemable 
at par and interest on sixty days’ notice, but the holders 
under the conversion privilege have the right at any time 
up to and including Jan. 2, 1914, on five days’ notice, to 
convert the principal of each note into shares of the com- 
mon stock of the company at $25 per share, provided they 
have not been theretofore redeemed. 

“By the payment of the bonds of the Baltimore City 
Passenger Railway the first consolidated 4 per cent bonds 
of your company became a first lien on all the railway lines, 
property, etc., of the old Baltimore City Passenger Railway 
and are now a first lien on 182 miles out of a total of 403.6 
miles operated, as well as on the Carroll Park car and 
machine shops, the Pratt Street boiler house and equipment. 
No. 2 engine house and the Hartford Road, Eastern Avenue 
and Nunnery Lane substations. : 

“On June t the payment of interest in cash on the income 
bonds and dividends on the preferred stock was resumed. 
Under the financial plan of 1906 the coupons of the income 
bonds were funded up to and including Dec. 1, 1910, in the 
5 per cent funding bonds of the company. As has been 
stated in previous reports, payments on these obligations 
were suspended after the destruction of property by the 
great fire of 1904, which materially decreased receipts. For 
seven years practically the entire surplus earnings after 
payment of interest on the first consolidated 4’s and under- 
lying bonds were applied to the rehabilitation of the 
property. 

“The total amount of taxes and public charges, including 
park tax, cost of paving streets, track changes necessitated 
by regrading of streets and highways, sewerage commission 
work, widening of streets, etc., was $828,382, an increase 
of $15,708, or about 10 1/3 per cent of the gross revenue of 
your company and 19 per cent of the net receipts after 
paying the costs of operation. In other words, the total 
amount of taxes and other public charges paid by your 
company represents the gross earnings of about one in every 
ten cars operated, and the total net earnings (after paying 
costs of operation only) of about one car in every five. 

“The park tax for the year was $515,741, as against 
$405,060 in 1910, an increase of $19,780. 

“The federal excise tax amounted to $0,055 for the year. 

“Your company now operates 403.64 miles of single track, 
of which 170.86 miles are laid with T-rail, mainly on sub- 
urban lines; 1.38 miles with duplex rail; 188.04 miles with 
o-in. girder rail, and 43.36 miles with various small girder 
sections. 

“During the years 1905 to 1911, inclusive, your company’s 
track structures were affected to the extent of 52.4 miles 
of single track by the combined operations of the city 
engineer’s department, the county commissioners, the State 
Roads Commission, commissioners for opening streets and 
the sewerage commission, 

“During the year a large amount of special work was 
fabricated at the company’s shops. Heretofore this char- 
acter of work has been purchased, principally from outside 
. manufacturers. It is estimated, basing calculations on 
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prices asked by the manufacturers and what it has cost to 
perform the work by the company’s forces, that a saving 
of 37 per cent has been effected, the wearing qualities and 
workmanship being equal, if not superior, to that purchased 
of the steel manufacturers. 

“On Feb. 8, 1911, an agreement was entered into between 
your company and the Pennsylvania Water & Power Com- 
pany, covering the furnishing by the latter company of 
hydroelectric energy. The agreement runs for a period of 
fifteen years, with the right reserved to your company to 
terminate it at the end of either five or ten years. Under 
this contract the power company began furnishing current 
on July 17, forty-five days prior to the date stipulated in 
the contract, due to rapid progress made in the installation 
of necessary apparatus by the two companies. The service 
has been uninterrupted except on a few occasions for short 
periods, principally due to lightning. An improved system 
of lightning arresters has been installed, which it is be- 
lieved will reduce these interruptions to the power service 
to a minimum. 

“Without in any way disturbing or changing the con-ract 
of Feb. 8, an arrangement was subsequently concluded with 
the Pennsylvania Water & Power Company, under which 
on Oct. 25 the power company began furnishing your com- 
pany additional energy, designated as ‘supplementary cur- 
rent, between I and 10 p. m., during the highest evening 
peak, this arrangement to be terminable upon forty-eight 
hours’ notice by either company to the other. Operations 
at the Pratt Street plant have not been entirely discontin- 
ued, but the river power is utilized in conjunction with the 
steam-generated power at Pratt Street, this latter station 
being always available as a reserve plant in any emergency 
that may arise. 

“During the year fifteen old cars were sold, to net $4,135. 
Since the substitution of the semi-convertible air brake 
cars for the smaller cars 185 of the latter have been sold, 
to net $81,540. 

“Under the arrangement with the Maryland Electric 
Railways, a tract of land on the southeast side of the 
Harford Road, about 220 feet northeast of the eastern 
boundary of the city, containing 3.33 acres, has been ac- 
quired, on which it is proposed to erect a modern car- 
house for the accommodation of cars operating in that 
section. The plans for the proposed structure are now 
in course of preparation. 

“In line with the company’s policy to increase the pay- 
as-you-enter service on its system, twenty-five of the large 
double-truck semi-convertible cars of the Calvert-St. Paul 
Streets line were remodeled at the company’s shops to 
adapt them to this method of operation and placed in ser- 
vice on Dec. 10. Three of your company’s lines are now 
equipped with this type of car. 

“Effective Jan. 1, 1912, in conformity with a requirement 
of the Public Service Commission a new classification of 
accounts was adopted, following closely the classification 
of the Interstate Commerce Commission and that of the 
American Electric Railway Accountants’ Association. 

“In anticipation of the extraordinary demands that will 


.be made upon it during the coming summer, especially at 


the time of the holding of the Democratic national con- 
vention, the company has ordered sixty large double- 
truck semi-convertible cars, to be delivered in 


time for 
service during the convention.” 


British Columbia Electric Railway, Ltd. 


The annual report of the British Columbia Electric Rail- 
way, Ltd., for the fiscal year ending June 30, 1011, shows 
that 46,541,448 passengers were carried, an increase over the 
preceding year of 12,064,644. The net earnings, partly esti- 
mated, including income from holdings in subsidiary com- 
panies and the sale of land, but before providing for renew- 
als or maintenance, were £481,042, compared with £379,129 
for the preceding year. After deducting £25,000 for totic 
mated London charges and capital amortization charge and 
£135,457 for interest on bonds and debentures £323,585 was 
left for renewals, dividends, etc. The annual dividend rate 
since 1908 has been 8 per cent. On Dec. 31, IOII, the com- 
pany was operating over 232 miles of electric railways, had 


644,888 lamps connected with its lighting system and 1554 
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consumers for industrial power. On Jan. 16 the company 
offered for subscription at 96 in London £800,000 4% per 
cent perpetual guaranteed debenture stock of the Vancouver 
Power Company, Ltd., guaranteed unconditionally as to 
principal and interest by the British Columbia Electric Rail- 
way Company, Ltd. This issue is made principally to pro- 
vide for increased generating capacity by erecting a higher 
dam and extending the power plant at Lake Cooutlam-and 
enlarging the distributing system, 


Chicago Railways Company 


The statement of income of the Chicago Railways Com- 
pany for the year ended Jan. 31, 1912, with a comparison 
with the previous year, follows: 


Year Ended Jan. 31, i 
ro from: ~ itt cee 
EIEN x SAMOA Wielehas 6% She c Kink ue a veck 737 S $13.7 7 
ead cars as EN cia an aaa eer ideale ig Th 
ai 780% ry 
tT aR Anu xe Cn aha Fok 5.00 w sie sche wns 37,809 37,867 
Be. ertising ie Pe Re SP REDAW ern Waeaia cise waihiG 100,000 64,355 
ent of land and buildings................. 14,054 42,390 
PEE I COAG SOMIETE Sc bec vw ocine oes oc wa s.c cc, 15,205 31,302 
Sale of power.. Fy a i i ae 120,090 39/659 
Pmiferesh Ot (GSpostts. «con ccks ccs cacanccce.,, 51,737 41,785 
Miscellaneous income ..................... 75.494 87/435 
OES MOBO OS, i ii die wees saws 7,156,495 $1 
Expenses: ts nlm Rat ek $17,156,495 $14,064,709 
Maintenance way and structures $747,581 7 
i y. BEPURIMTASS «anes hk cox 58 4738 
Maintenance equipment ................... "868,278 +70 280 
Raver MSE Care ee ts emo Sein. ee 1,381,178 S7QoL9 
Operation of power plants.................. 1,771,302 1,616,496 
PIpereneen POR EREE oo Slee Sones vase 4,643,183 4,453,830 
PPLE PRDPREORS 5 Sods cw oat as unin @S oan a < 6a 1,820,280 1,919,265 
Investment real estate expense............. 25,909 48/800 
ERMC BIS Darcy Wha asin Set eae Gk A&W vcd esicé 855,391 663,406 
atalt mabeneen: 28) ovo, vada sh acs <c-- 200. $12,113,102 $9,845,296 
cn, RE ee $5,043,393 $4,219,413 
Deduct interest at 5 per cent on valuation.. 3,549,018 2,865,531 
Ge ay pik oc ous x ce oct $1,494,375 $1,353,882 


Division on net income: 


City of Chicago, 55 per cent.............. $821,906 $744,635 
Chicago Railways Company, 45 per cent... 672,469 609,247 
Items of income: 
The company’s proportion of income from joint 
oes SU ae a ae eee ee 672,469 609,247 
Interest allowance on valuation of property.. 3,549,018 2,865,531 
Interest on bank balances.................. 125,877 52,907 
Interest om treasury securities.............. 54,042 233,953 
Interest on bonds and collateral notes not 
Oe CR a cee ee, eee oo ie ee ee 25,785 28,128 
Mimeetaecane MCOME ©. s Soc assed waren 2,457 26,341 
GE I sO We win hoa $4,429,648 $3,816,107 
Deductions: 
Interest accrued on 
PSHE VEBDEIEAOE. DOUGG. as oan icevs sn earwioms $2,180,267 $1,466,925 
Consolidated mortgage bonds............. 1,218,792 1,190,300 
Collateral and funding notes.............. 396,900 396,900 
Purchase money mortgage bonds.......... 162,920 13,577 
Peete Peta TORRENS oc a xa ele c's pire ane wis 1,144 61,271 
Sinking fund reserve accrued............... 250,000 250,000 
Corporate expenses and adjustments........ 118,401 163,884 
GE RIPOEERINS, Coreg asa cae 6 aes #2500 s $4,328,424 $3,542,857 
2 gee ge a Pe ra 2 ea $101,224 $273,250 


*Credit 
Traffic statistics for the two years compare as follows: 
Car mileage: : 


' 1912 1911 
oa ee Sa ee eer eee 57,208,131 51,424,606 
Ace Pare sat hd, Seiad ae aiden Sols se « 65% 196,074 221,822 
HEL Te | yee eat SUN ees OE a gaat ee 57,404,205 51,646,428 
Passengers carried: 
PN Se, eo ei een cet ane Eee «a 6 we Ae 334,769,338 276,750,953 
ee a ee i Peed Peri Ce 3,765,506 4,147,736 
(yes pe Ae PR aS Neer Pe eee ee 239,589,482 207,591,415 
OSL Sein EUR sacra seek i oer Nearisee sec aee 578,124,326 488,490,104 
Percentage of revenue and free passengers 
Maite Prapsrer® 7s-cenavesacsvccrcsersees Ss 70.77 73.90 
Percentage of operating expenses to gross in- 
vt ao can ns see te ND 57.56 65.78 
Percentage of renewals to gross incomeé....... 8.05 *0.50 
Percentage of taxes to gross income.........- 4.99 4.72 
70.60 70.00 
t f interest on plant value to gross 
re Ae) odes ieee MN 20.37 
t f t divisible income to gross in- 
“Ss aig haa at tg RN 8.71 9.65 
"100.00 100.00 


*Credit 
General Electric Company 


The annual report of the General Electric Company for 
the year ended Dec. 31, 1911, shows the following compari- 


son with the previous year: 


ELECTRIC RAILWAY JOURNAL. 


709 

: an 1911 1910 
ae billed EIS eiiANaedeivirle Nie vi0isies pci tis sisioine $70,383,854 $71,478,557 
(OLB u NPC UESE Pec cera aicd Oh SV ea Re SP RR nis CRS ee 62,460,557 63,134,601 
RSG m en SaL CS arc ata wsoh tea asvinre aasatins $7 923 207 8,343,956 

Interest and discount, royalties and sundry poner Jp as 
MORES TT tassels ater hitelsia aieioucle pisvaremeicidie aie oln ate 1,358,859 1,370,928 
9,282,156 59,714,884 
Interest on debenture bonds.............-e0% ; 371,015 " 717,395 


M4 : $8,911,141 $8,997,489 
Income from securities owned, profit on sales 
of securities and net appreciation of stocks 


RC OMG imc mcdaia mae atic coetunoade tele Rica 1,651,664 1,858,203 
PO Net prott forthe; yeni crit vam sone $10,562,805 $10,855,692 
DIVitends -ORICs cacatiias yausk mht sree pees 5,806,344 5,214,368 
SUSHI for the peat s/c olen chien nies $4,756,461 $5,641,324 


C. A. Coffin, the president, says in part in his statement 
to stockholders: 

“The cost of sales includes, as in prior years, the cost and 
expenses of development, manufacturing, selling, adminis- 
tration and patents, and also depreciation in factory plants 
and book accounts. 

“The above figures do not include the business of the Fort 
Wayne Electric Works and Sprague Electric Company. 
On June I, 1911, your company took title to the properties 
of the Fort Wayne and Sprague companies. Those com- 
panies have been dissolved, and their assets and liabilities 
are included in the balance sheet accompanying this re- 
port. These changes have resulted in the addition of 
$1,517,335 to the assets of your company, $276,610 to its 
liabilities and $1,240,725 to its surplus. To the surplus for 
the year, $4,756,461, must, therefore, be added the surplus 
taken over from the Fort Wayne and Sprague companies, 
$1,240,725, a total increase of $5,997,186. The surplus at 
Jan. I, 1911, was $23,022,705. The surplus at Dec. 31, 1911, 
was $20,010,892. 

“The orders received in 1911 compare with those of 1910, 
on the same basis, as follows: 


1911 1910 
Number Gk OT Gets .:ete cane aa'y ssc eens wis aisle 388,520 338,272 
SEROUTIE.. Pesa ittiesshe Stes Meee RUSE s rie Ie ane $69,851,275 $71,182;391 
Wufilled ionders at Dees SLivakiakes vee craanence $15,200,000 $15,500,000 


“Substantial increases in the sales departments were made 
during the year to place these departments in a position to 
exploit thoroughly the steadily increasing variety of elec- 
trical appliances manufactured by your company and to 
provide for the growth in number and complexity of orders 
received. This has resulted in increased selling expenses, 
which have been still further augmented as a result of the 
severe competition in nearly every branch of the business. 
The tonnage output of the factories was greater than in the 
previous year, but, due to reduction in selling prices, the 
sales billed were less. 

“The area of manufacturing floor space and the number 
of employees in all departments in 1911 were approximate- 
ly as follows: Manufacturing floor space, square feet, 
9,770,000; employees, 41,300. The figures include floor 
space of 880,000 sq. ft. in the Erie, Fort Wayne and Sprague 
Works and also employees of the commercial and adminis- 
trative departments. 

“The land areas of the several plants is as follows: 
Schenectady, 336 acres; Lynn, 185 acres; Pittsfield, 64 acres; 
lamp works, 14 acres; Erie, 300 acres; Fort Wayne, 13 
acres; Sprague, 9 acres; total, 921 acres. 

“During the year $769,842 was expended for the purchase 
of sundry patents, for applications and licenses under 
patents, patent litigation and miscellaneous expenses, all of 
which has been charged to profit and loss as heretofore, 
leaving the patent account at $1. 

“Certain securities have been acquired and others sold, 
and all the stocks and bonds owned by your company have 
been carefully re-valued, with the result that at Dec. 31, 
rort, their par value of $27,264,086 was carried on the books 
at $28,707,843. 

“The copper-mining investment has been written off 
against surplus. 

“On Dec. 31, 1911, the book value of current accounts 
and notes receivable was $19,084,105 after allowances for 
losses and adjustments. Of the accounts receivable, the 
total face value of unsettled accounts originating prior to 
Jan. I, 1911, was $871,514. In addition, there was due from 
affiliated manufacturing and selling companies $2,891,760, 
making a total book value of all notes and accounts re- 


ceivable of $21,975,866. 
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“Merchandise inventories have been valued on the same 
conservative basis as in prior years. 

“On Jan. 31, 1893, the book value of the Schenectady, Lynn 
and Harrison plants was $3,958,528. During the nineteen fiscal 
years to Dec. 31, 1911, expenditures have been made, includ- 
ing the cost of acquiring the Pittsfield plant, aggregating 
$46,212,470. This makes a total of $50,171,004. There was 
written off during the nineteen years the sum of $33,297,- 
949, leaving the book value of these plants at Dece 20. lout 
$16,873,055. To the above have been added the value of the 
new plant under construction at Erie (the property of the 
Pennsylvania General Electric Company having been trans- 
ferred to your company) and the values of the Fort Wayne 
and Sprague Works. Including these, the book value ot 
factory plants, at Dec. 31, 1911, was as follows: Schenec- 
tady, $0,125,720.24; Lynn, $4,283,763.29; Pittsfield, $2,146,- 
699.46; lamp works, $1,314,871.82; Erie, $1,355,834.28; Fort 
Wayne, $938,102.37; Sprague, $371,930.34; total, $19,538,- 
921.80, 

“The company has no note payable nor is there any 
paper outstanding bearing its indorsement. 

“The action brought by the United States against your 
company and others in connection with the manufacture 
and sale of incandescent lamps has been terminated by the 
entry of a decree. In compliance with this decree, the Na- 
tional Electric Lamp Company and its subsidiary com- 
panies, operating under patent licenses granted by the Gen- 
eral Electric Company, will immediately be dissolved. The 
plants and properties of these companies will be taken over 
and operated by the General Electric Company as part of 
its organization. 

“Tt is believed that the business of your company, in all 
of its various branches, is now being conducted in such a 
manner as to avoid any possible ground for criticism as 
contravening the anti-trust law.” 


Coney Island & Brooklyn Railroad, Brooklyn, N. Y.— 
It was announced on April 23, 1912, that the 12,000 shares 
of the 30,000 shares of stock of the Coney Island & Brook- 
lyn Railroad taken over recently from the estate of the late 
Henry B. Hyde at $75 a share, together with stock ob- 
tained since that time by George H. Prentiss & Company, 
New York, N. Y., have been turned over to the Lawyers’ 
Title Insurance & Trust Company, New York, N. Y., as 
trustee, which company has assumed the title to the stock. 
The only statement which has been issued in this connec- 
tion is to the effect that the transfer of the title is a bank- 
ing transaction. George H. Prentiss, of the firm of George 
H. Prentiss & Company, is a director of the Coney Island 
& Brooklyn Railroad, and the offer which his firm made to 
other stockholders following the purchase of the securities 
owned by the Hyde estate was referred to in the Etrecrric 
RAILWAY JOURNAL of March 16, 1912, page 430. 

Electric Bond & Share Company, New York, N. Y.— 
The financial statement of the Electric Bond & Share Com- 
pany as of Dee. 31, 1911, follows: Assets—cash on hand and 
in banks, $895,508; accounts receivable, $51,160; notes re- 
ceivable, $989,205; accrued interest receivable, $60,748; syndi- 
cate holdings, underwritings and advances, $1,049,401; stocks, 
$2,966,631; bonds and coupon notes, $781,455; total, $6,794,- 
260. Liabilities—accounts payable, $12,100; dividends on 
preferred stock due Feb. 1, 1912, $20,000; syndicate and con- 
tingent liabilities, $347,536; reserves, $100,400; outstanding 
preferred stock, $2,000,000; outstanding common stock, $2,- 
000,000; surplus and undivided profits, $2,314,233; total, 
$6,794,260. 

Illinois Traction System, Champaign, Ill—The St. Louis, 
Springfield & Peoria Railroad, which is controlled by the 
Illinois Traction System, has filed with the Secretary of 
State a certificate of an increase in the capital stock of the 
company from $6,050,000 to $7,850,000. 


Manistee Light & Traction Company, Manistee, Mich.— 
The property of the Manistee Light & Traction Company 
was sold under foreclosure recently. This is the second 
time the property has been sold under foreclosure. At the 
original sale, which was held on May 6, 1or1, the property 
was purchased by a representative of the New England 
Trust Company, Boston, Mass., trustee, acting for the bond- 
holders, but the sale was never confirmed. Day & Zim- 
merman, New York, N. Y., are now having an expert ex- 
amination made of the property. 
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New Hampshire Electric Railways, Haverhill, Mass.— 
The property of the Portsmouth & Exeter Street Railway 
was sold under foreclosure on April 22, 1912, to S. M. 
Russell, Haverhill, who intends to dismantle the road. As 
stated in the Erecrraic Ramway Journat of Nov. 11, 1911, 
page 1042, masters appointed by the court found that the 
road could not be made to pay. 

North Jersey Rapid Transit Company, Paterson, N. J.— 
Henry H. Parmelee has been appointed receiver of the 
North Jersey Rapid Transit Company by Vice-Chancellor 
Stevenson upon the application of William B. Gourley, 
representing the Hamilton Trust Company, Paterson, trus- 
tee for the bondholders of the North Jersey Rapid Transit 
Company. The interest due on Nov. I, 1911, on the bonds 
of the company is in default. 

Public Service Railway, Newark, N. J—The Camden & 
Suburban Railway, which is controlled by the Public Serv- 
ice Railway, has sold to Bioren & Company, Philadelphia, 
Pa., $250,000 of first mortgage 5 per cent gold bonds due 
July 1, 1946, to retire the $250,000 of 5 per cent bonds of the 
Camden Horse Railroad due on May I, 1912. 


Quebec Eastern Railway, Quebec, Que.—Rodolphe For- 
get and J. N. Greenshields, directors of the Quebec Railway, 
Light, Heat & Power Company, Ltd., have concluded nego- 
tiations for the purchase of the property of the Lotbiniére & 
Megantic Railway and the charter and rights of the Quebec 
Eastern Railway, which was recently incorporated. The 
Lotbiniére & Megantic Railway is a steam railroad 30 miles 
long and the plan of the purchasers is to incorporate the 
road as part of a projected through electric railway from 
Sherbrooke to Quebec. 


Tennessee Railway, Light & Power Company, Nashville, 
Tenn.—The Tennessee Railway, Light & Power Company 
was-.incorporated in Maine on April 23, 1912, to control the 
Nashville Railway & Light Company, Chattanooga Rail- 
way & Light Company, the Tennessee Power Company and 
the Cleveland (Tenn.) Electric Light Company, as men- 
tioned in the Erectric RAILWAY JOURNAL of April 13, 1912, 
page 633. 


Dividends Declared 


East St. Louis & Suburban Railway. East St. Louis, IIl., 
quarterly, 144 per cent, preferred. 
Hartford & Springfield Street Railway, 


Warehouse Point, 
Conn., 2 per cent, preferred. , 


Lincoln (Neb.) Traction Company, quarterly, 1%4 per 
‘cent, preferred. 

Pensacola (Fla.) Electric Company, 3 per cent, pre- 
ferred. 


Tampa (Fla.) Electric Company, quarterly, 2% per cent. 

Toledo, Bowling Green & Southern Traction Company, 
Findlay, Ohio, quarterly, 1% per cent, preferred. 

West Penn Railways, Pittsburgh, Pa., quarterly, 1% per 
cent, preferred. 


ELECTRIC RAILWAY MONTHLY EARNINGS 


EAST ST. LOUIS & SUBURBAN RAILWAY 


, Gross Operating Net Fixed Net 
Period Earnings. Expenses. Earnings. Charges. Surplus. 
Im., Mar., °12 $201,018 $104,030 $96,988 ......  .. j 
yee ke 11 176,892 98,543 75349" ee ae eoneee 
a <4 ah 877,863 306,368 S77;605 009. ee eee 
PRE Ae 5 538,296" 288,152 “246,144. co eee 


GALVESTON-HOUSTON ELECTRIC COMPANY. 


im, Feb. *12 


$136,445 $88,356 $48,087 $34,437 $13,752 

Le 11 99,920 70,974 28.954 19,578 9,377 
JACKSONVILLE TRACTION COMPANY, 

fe TS CH gE AL gr sae Sa 
_ NORTHERN TEXAS ELECTRIC COMPANY. - 

yh Th Pgs Mg gale sae tapas 
_. PADUCAIT TRACTION & LIGHT COMPANY. 

a eG CLC 
PENSACOLA ELECTRIC COMPANY. 

ca ie a ass 
PUGET SOUND ELECTRIC RAILWAY. 
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Traffic and Transportation 


Application of Mileage, Excursion and Commutation Tickets 
for Through Transportation 


; The Interstate Commerce Commission in a report which 
it rendered Tecently interprets as follows the law in respect 
to the application and use of mileage, excursion and com- 
mutation tickets for through transportation in connection 
with other lawfully established fares: 

“Tt. It is lawful for a carrier or carriers having duly es- 
tablished in the manner required or authorized by law any 
form of excursion, commutation or mileage fares to provide 
in their schedules for the use of any of said fares as basing 
fares, thus enabling other carriers to use the same, in con- 
nection with their own duly established fares, for the 
through transportation of passengers on any physical line 
of connecting carriers, upon a combination of tickets over 
all of the component parts of such through line, and for 
the carriers composing or operating such through line to 
afford through sleeping car, baggage checking and other 
through accommodations in the same manner as in ease 
of through tickets over the entire line, provided the pas- 
senger demanding such through transportation and through 
accommodations shall present to the initial carrier at the 
point of starting the lawfully authorized tickets covering 
the lines necessary for the entire through journey. It, 
however, is not deemed lawful for a carrier to check a 
passenger's baggage beyond the point to which he presents 
tickets at the point of starting, upon the mere declaration 
of intention to go farther upon another ticket to be there- 
after purchased, or otherwise. 

“2. Upon duly esfablished tariff authority therefor the 
initial carrier may issue to a passenger a through ticket for 
the sum of two or more duly established fares applicable 
over the several connecting roads composing the through 
physical line from the starting point to destination, or may 
issue additional or separate ticket or tickets at lawful 
tariff fares therefor, which, in connection with the ticket 
or tickets already held by the passenger, will cover the 
entire journey that the passenger desires to take. 

“3. In order that unjust discrimination may be avoided 
it is necessary, to the end that tickets of the kind above 
referred to may be made available for the purposes speci- 
fied and in the manner indicated, that definite and specific 
provision therefor be contained in established tariff sched- 
ules which are filed with this commission and also in the 
tariff schedules that contain the excursion, commutation or 
mileage fares that are to be so used. When tariffs contain 
such provisions the combination so authorized may be used 
in lieu of the regular joint or local fares between the points 
covered by the combination.” 


Rules for Employees by an Employee 


The success of the efforts of the Louisville & Northern 
Railway & Lighting Company and its associated com- 
pany, the Louisville & Southern Indiana Traction Com- 
pany, to reduce accidents has been due largely to the co- 
operation of the men in charge of its cars. Quarterly meet- 
ings of the trainmen are held, and at these meetings the 
subject of safety of operation and accident reduction is 
gone into thoroughly. One of the results has been that 
many suggestions offered by the men have been adopted 
by the management. R. B. Kent, one of the employees of 
the Indianapolis & Louisville Traction Company, a con- 
necting line, has contributed the following rules, which 
have been printed and distributed among the employees of 
the Louisville & Northern Railway & Lighting Company 
and the Louisville & Southern Indiana Traction Company: 

“Do not allow yourself to think that you have any ‘rights’ 
at that street or alley intersection, but always think of the 
worst possible thing for you that the other fellow can do, 
and then think that he may do it. If you always do this, 
there is not much likelihood of your being responsible for 
that smashed wagon or broken head. 

“No matter how late you may be, if you approach or are 
about to run through a switch which appears to be half- 
cocked or slightly out of alignment, get off your car and 
examine it. Someone may have split it. 
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“Out on interurban track, when snow is on the ground, 
always be sure that the switch has been properly swept out, 
and in closing it remember that the next man may ap- 
proach at high speed and leave the rails if it gapes ever so 
little. 

“Do not leave your controller, when stopped to receive 
and discharge passengers. People are frequently hurt by 
cars which start rolling, and if you are at your proper place, 
you will know that it didn’t move an inch. 

“It is often said regarding rules, ‘Anyone can sit at a desk 
and dope out rules.’ Bear in mind that the man who sits 
at the desk is a sifter of facts, and after he has properly 
sorted his facts he arrives at a definite conclusion which he 
proceeds to put into effect in a rule, and that every rule is 
based on operating practice, often covering years, and rep- 
resenting the best thought of those foremost in traction 
matters, and that the rule is the mathematical result of in- 
vestigation rather than a reflection on you or a desire to 
hamper you. 

“Always be courteous to the passengers, to the bystander 
and the man who pulls across in front of you with the 
wagon. Remember that the person you ‘call’ or ‘tell it to’ 
to-day may be the one person who can save you and the 
company after that next accident. 

“Let your watchword be, ‘Eternal vigilance.’ 

“Examine your car each time you take a siding and at 
other times when practicable. A little thing like a lost cot- 
ter pin from the brake rigging may cause you to overrun 
that next derail. 

“Never tell a boisterous passenger what you will do un- 
less you are prepared to do it. He may make you show 
him, and some other passenger may get hurt during the 
fracas. Be firm, do not get angry yourself, and the chances 
are that he will become tractable. 

“Never forget the fact when things go wrong and you 
think that you are not getting a square deal, and that the 
company fails to appreciate your services, that the company 
has already shown its appreciation by intrusting you with 
from $10,000 to $15,000 worth of equipment and with the 
lives of a number of people who rely on you and on the com- 
pany absolutely for safe transportation. So forget the 
heroics, get down to business, be a booster for your road 
and ‘keep smiling.’”’ 


Special Recognition for Wives of Portland (Ore.) Em- 
ployees 


B. S. Josselyn, president of the Portland Railway, Light 
& Power Company, Portland, Ore., addressed a communi- 
cation on April 11, 1912, in part as follows, to the em- 
ployees who have been with the car service department of 
the company more than five years and who are designated 
as gold-stripe platform men: 

“Ever mindful of the power for good that resides in the 
personnel of our oldest employees in the car service depart- 
ment and being particularly mindful of the important part 
taken in our work by the wives of our employees, the com- 
pany desires to recognize in a substantial manner the women 
who toil early and late in order that their husbands may 
have an early breakfast and a refreshing dinner after a day 
of long, hard toil. We have 255 platform men in our employ 
who have been in our service five years or over, known as 
‘sold-stripe men.’ Of this number thirty-one are single men, 
six widowers and two hundred and eighteen married, a 
showing which testifies to the sobriety and permanent citi- 
zenship of our oldest employees. The company will mail 
to each wife and to the single men or widowers in this 
class a purchase order amounting to $10, which can be used 
anywhere in Portland or St. Johns in such manner as the 
recipient desires, such purchase orders to be accepted as 
cash by the railway company upon demand. These pur- 
chase orders will be mailed in April to those who report 
at Piedmont and Sellwood carhouses and in May to those 
who report to Ankeny and Savier Street carhouses, this divi- 
sion being made so that all the purchase orders will not have 
to be redeemed in any one calendar month. Wishing you, 
your wives, children and sweethearts a happy, contented and 
prosperous year, I remain.” 

Two years ago Mr. Josselyn arranged to give each plat- 
form man who had been with the company five years or 
more a new uniform. 


rie 


Use of Trail Cars in Milwaukee Considered.—The Mil- 
waukee Electric Railway & Light Company, Milwaukee, 
Wis., is considering the use of trail cars during the summer 
to meet extraordinary traffic demands. 

Collision on the Detroit, Jackson & Chicago Railway.—- 
Two cars on the Detroit, Jackson & Chicago Railway, which 
were scheduled to meet at Dexter, collided 7 miles west of 
Ann Arbor, Mich., on the afternoon of April 15. Two per- 
sons were killed and forty others were injured. 


Rerouting Cars in Newport, Ky.—The officials of the 
South Covington & Cincinnati Street Railway, Covington, 
Ky., are preparing to reroute cars in conformity to the 
changes that are being made by the Cincinnati Traction 
Company and the changes that are under way on the I. & N. 
bridge across the Ohio River. It is probable that some of 
the cars may be routed over the central bridge. 


Reduction in Fare Between Newark and New York.—The 
fare over the Hudson & Manhattan Railroad from Newark, 
N. J., eastward, to points along Sixth Avenue, New York, 
has been reduced 5 cents. By the new arrangement pas- 
sengers from Newark change at Grove Street, Jersey City, 
ride uptown in New York to any point as far north as the 
Pennsylvania Railroad station at Thirty-third Street, and 
upon leaving the train pay an extra fare of 2 cents. It has 
been announced that as soon as a working plan can be de- 
vised the reduced rate westward will be put into effect. 


Terms of Freight Grants Decided Upon in Los Angeles.— 
The Board of Public Utilities of Los Angeles, Cal., has de- 
cided that for freight and express carrying privileges 
through the streets of Los Angeles the local street railways 
shall pay the city annually 2 per cent of the gross receipts 
from the freight and express service. It was also decided 
that franchises for freight-carrying privileges in the indus- 
trial district of the city shall be granted for twenty-one 
years. The express-carrying permits are to apply to all lines 
within the city, but are to be revocable at will. Freight 
and express are not to be transported during the rush 
hours. 


Interurban Terminal Question in Cincinnati, Ohio.—At 
the request of Mayor Hunt, of Cincinnati, Ohio, City Solic- 
itor Bettman has written a letter to William Cooper Proc- 
tor, chairman of the committee on interurban terminal, in 
which he says that the idea of bringing the cars of the in- 
terurban railways into Cincinnati so as to secure rapid 
transit to the suburbs presupposes that there must be ter- 
minals. He suggests that the committee consider first the 
most economical and practical location for the terminal and 
then investigate the canal which has been leased from the 
State for boulevard and subway purposes and learn what 
roads may use it economically. 


Traffic Order by Maryland Commission.—The question of 
the operation of the cars of the United Railways & Electric 
Company, Baltimore, Md., to Howard Park, Woodlawn and 
West Arlington has been settled by the Public Service Com- 
mission of Maryland requiring the company to operate the 
cars of the West Forest Park branch through Woodlawn 
via Garrison Avenue and to terminate its West Arlington 
branch at Gwynn Qak Junction. This order was issued 
after the commission had required an accurate record to be 
kept of the traffic on these lines passing through Gwynn 
Oak Junction, which showed that 70 per cent of the patrons 
used the West Forest Park branch. 


Rehearing Denied in Regard to Reduction in Bridge Fare 
in New York.—VThe Public Service Commission of the First 
District of New York has denied an application of the 
Bridge Operating Company for a rehearing on the commis- 
sion’s recent order requiring the company, which operates 
local cars on the Williamsburg Bridge, to sell a single-fare 
ticket for 2 cents and three tickets for 5 cents. The com- 
pany, which has a contract with the city to provide the local 
bridge service, had been charging 3 cents for a single fare 
and selling two tickets for 5 cents. The application for a 
rehearing was based on the ground that the commission has 
no power to change rates of fare agreed upon by contract 
between the city and the company. 


Owl Service in Hamilton, Ont.—The city officials of Ham- 
ilton, Ont., have requested the Hamilton. Street Railway, 
which is controlled by the Dominion Power & Transmis- 
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sion Company, Ltd., to charge only a 5-cent fare on cars 
until midnight instead of the ro-cent fare now in effect 
after 11:30 p.m. The by-law under which the company ob- 
tained the right to charge a double fare on the late trip 
was passed in 1900. At that time the company informed the 
city that it had received many requests from citizens to run 
late cars to meet the Grand Trunk Railway trains, and 
agreed to give a late service if permitted to charge a ro-cent 
fare. In March, 1900, the Council passed a by-law consent- 
ing to a double fare on cars after 11:30 p.m. Or before 5:30 
a.m. The company says that the late cars do not pay even 
with the ro-cent fare. 


Traffic Departments of Oregon Roads Merged.—The 
traffic department of the Mount Hood Railway & Power 
Company has been merged with that of the Portland Rail- 
way, Light & Power Company, Portland, Ore., and placed 
under the supervision of the various officials of the Portland 
Railway, Light & Power Company. F. D. Hunt, traffic 
manager of the Portland Railway. Light & Power Company, 
will have charge of the traffic of the entire system. C. J. 
Franklin, general superintendent of the railway department 
of the Portland Railway, Light & Power Company, will 
have charge of transportation on both systems, and Thomas 
Pumfrey will have charge of tracks, bridges and buildings. 
The other officers of the Mount Hood Railway & Power 
Company will be merged with those of the Portland Rail- 
way, Light & Power Company on May I. 

Station Facilities in Lockport—The Public Service Com- 
mission of the Second District of New York has served upon 
the Buffalo, Lockport & Rochester Railway the complaint 
of the Board of Trade of Lockport asking that that company 
be required to provide a waiting room in the vicinity of Main 
and Market Streets in Lockport. The,company states that, 
inasmuch as it bears a portion of the expense of maintenance 
of the Lockport station of the International Railway and 
runs its cars into that station, it would seem unnecessary 
that two waiting rooms or stations should be provided in a 
city of the size of Lockport. The answer also states that 
inasmuch as the cars always leave Lockport for points east 
on schedule time, there is no reason why passengers should 
be obliged to wait upon street corners for any appreciable 
length of time. A hearing will be appointed upon this mat- 
ter in the near future. 


Reduction in Fare Asked Between Lockport and North 
Tonawanda.—The Public Service Commission of the Second 
District of New York has received a petition from the 
Mayor and Common Council of the city of Lockport asking 
for a reduction in the fare charged by the International 
Railway between Lockport and Payne’s Avenue Junction in 
North Tonawanda, a distance of approximately 14 miles. 
The petition states that the company issues commutation 
books for use between these stations for $6.00 and that 
books for travel between Buffalo and Martinsville, a stop- 
ping place in the extreme easterly end of North Tona- 
wanda, a distance of 15 miles, are sold for $5; that at the 
stopping place known as Payne’s Avenue Junction there is a 
large manufacturing plant which employs many workmen 
who reside in Lockport, and that the charge exacted by the 


company is an unjust discrimination against them and other 


users of commutation books between these stations. 


Report of Interborough Rapid Transit Company’s Relief 
Department.—The voluntary relief department of the Inter- 
borough Rapid Transit Company, New York, N. Y., was 
organized on Feb. 1, 1907. A general statement covering 
the year ended Feb. 1, 1912, and a statement of cash re- 
ceipts and disbursements since Feb, 1, 1907, have been is- 
sued, The total membership on Dec. 31, 1010, was 5776, 
whereas on Dec. 31, 191i, it was 6202, an increase of 426 for 
the year. During 1911 the medical examiners made 5031 
calls on disabled members and examined for admission to 
fund 2730 applicants. The operating expenses from organi- 
zation to Dec. 31, 1911, paid by the company amounted to 
$81,932. Seventy-seven death claims were paid during rortr, 
amounting to $35,770. There are forty-two members who 
have been disabled more than one year and are drawing 
half-rate benefits. The statement of receipts'and disburse- 
ments from Feb. 1, 1907, to: Dec. 31, IOtI, inclusive, shows 
the following principal items: Total receipts, $370,680; total 
payments, $300,830; uncollected benefit orders and order for 
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refund of contributions, $389; total balance, $61,239. Of this 
total balance $58,842 is invested in bonds, the remaining 
$2,306 being cash on hand at the close of business on Dec. 
31, IQII. 

Service Order in Madison.—The Railroad Commission of 
Wisconsin has issued a tentative order in regard to the 
service of the Southern Wisconsin Railway, Madison, Wis., 
based upon an investigation conducted by the commission 
as the result of a complaint filed on Jan. 5, torr. The rec- 
ommendations of the commission which refer to schedules 
and to physical connections between the various lines are 
of local interest only, but many of the other recommenda- 
tions are of general interest. The commission says that 
passengers may leave by either front or rear door, but that 
entrance at the front is optional with the company. It is 
pointed out that the public can facilitate movement by con- 
forming to the company’s rules and regulations in this re- 
spect. Passengers are not to be allowed to ride on the plat- 
form with the motorman. Conductors are ordered to an- 
nounce crossings. No definite order is given on the sub- 
ject of heating. The commission does not make a ruling 
concerning the sanitary conditions of the car, but it quotes 
from a former decision on the same subject. In the deci- 
sion the commission comments upon the effect of smoking 
on the congestion on the rear platform, but it is held that 
the other changes in the handling of traffic will make the 
matter of smoking a less important factor in back-platform 
congestion. 


Ordinance to Require Transfers on Chicago Elevated 
Railways.—As the result of an opinion rendered by Cor- 
poration Counsel W. H. Sexton, Chicago, an ordinance has 
been introduced in the City Council to require the four ele- 
vated railways to transfer passengers. The matter has been 
referred to the committee on local transportation. In his 
opinion Mr. Sexton said: “While the question is not with- 
out doubt we are inclined to the belief that a court would 
hold that the real beneficial owner of the different elevated 
railroad systems is the board of trustees of the voting trust, 
which is directing, conducting, managing and operating 
these systems through its appointees. The semblance of 
separate corporate existence maintained by the corporations 
and the employment of the corporate fiction of individual 
management and control would be cut through by a court’s 
decision and the vital question laid open for inspection as 
to whether the syndicate is the real beneficial owner and 
the several corporations the mere technical owners. It 
seems in accordance with a sound rule of public policy that 
these corporations should not be allowed to defeat a de- 
mand for betterment in their service to the public by a 
subterfuge and concealment behind a cloud of legal techni- 
calities invented probably for the very purpose of defeating 
any demand for a universal transfer system.” 

Result of Referendum Vote on Operating Questions in 
Brooklyn.—The final canvass of the vote cast by patrons of 
the Brooklyn (N. Y.) Rapid Transit Company on the two 
questions submited on April 17 and 18, 1912, to the riders 
on its surface lines, namely, a uniform near-side stop for 
surface cars and omitting stops in the middle of blocks 
more than 300 ft. long, showed 181,764 votes in favor of 
the near-side stop and only 17,128 against it. This is an 
average of less than one vote in ten in favor of the con- 
tinuance of the present complicated system of near-side 
and far-side stops. On the question whether stops should 
be eliminated in the middle of blocks more than 300 ft. 
lang, the figures were 127,943 in favor and 59,054 against. 
Officials of the company did not expect that the second of 
these questions would poll anywhere near as large a vote 
as the first. Steps will be taken in the near future to 
bring the result of this ballot to the attention of the appro- 
priate city authorities, who are in this instance the mem- 
bers of the Board of Aldermen. The popular primary was 
undertaken under the conviction that the Board of Alder- 
men, as the arbiters of the use of the city streets, would 
welcome an expression of public opinion on this subject 
quite as much as the company. The confusion which now 
exists in these matters in Brooklyn, as explained in the 
Evectric Ratpway Journat of April 13, 1912, page 636, is 
due to certain city ordinances adopted in part on account 
of considerations of public safety and in part because it 
had been believed that the far-side stop was desired by 


most people. 
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Mr. L. D. Gillett, formerly manager of the St. Thomas 

(Ont.) Street Railway, has been appointed a locomotive in- 
spector under the Dominion Railway Board, with head- 
quarters at St. Thomas. 
Mr. O. T, Gibson has been appointed trainmaster of the 
Columbus (Ga.) Railroad to succeed Mr. J. A. Cameron, 
resigned, Mr. Gibson entered the employ of the company 
eight years ago as a trainman and has served successively 
as Inspector, transfer agent and assistant claim agent. 


Mr. Frank Hafer, a member of the board of directors of 
the Toledo Railways & Light Company, Toledo, Ohio, 
and an official of the Milburn Wagon Company, has been 
elected vice-president of the Toledo Railways & Light Com- 
pany to succeed Mr. L. E. Beilstein, whose resignation as 
vice-president and general manager of the company was 
noted in the Execrric Ramway Journat of April 20, 1912. 
No successor to Mr, Beilstein as general manager has yet 
been selected. 


Mr. G. F. Soule, who has been connected with the New 
York, New Haven & Hartford Railroad, New Haven, 
Conn., for the last five years as inspecting engineer of elec- 
tric line construction, has accepted the position of general 
foreman with the Butte, Anaconda & Pacific Railway, 
which is to electrify 90 miles of line in the vicinity of Butte, 
Mont. Mr. Soule has been identified with electric railway 
and transmission line construction work for some years, 
and was with the electrical construction and engineering 
departments of the Boston (Mass.) Elevated Railway for 
six years before becoming connected with the New York, 
New Haven & Hartford Railroad. 


Mr. H. M. Winter has resigned as sales manager of the 
Seattle (Wash.) Electric Company and will open offices in 
both Seattle and Portland to carry on a general real estate 
and brokerage business. Mr. Winter was born in Glouces- 
ter, Mass. He first became identified with the electrical 
business in Portland, Ore., in 1903 with the Oregon Water 
Power & Railway Company. During his connection with 
this company, which continued until 1906, Mr. Winter 
served as paymaster and purchasing agent and also spent 
some time in the trafic department. Mr. Winter next be- 
came connected with the Portland office of the General 
Electric Company, and in April, 1908, was placed in charge 
of the Seattle office of the General Electric Company. He 
resigned from the General Electric Company on March 1, 
1911, to enter the employ of the Seattle Electric Company. 


Mr. Roy Henry Pinkley has been appointed head of the 
construction and way department of The Milwaukee Elec- 
tric Railway & Light Company, Milwaukee, Wis., with the 
title of engineer of way and 
structures, to succeed Mr. 
F. G. Simmons, who has 
been appointed commission- 
er of public works of Mil- 
waukee, as announced in the 
Exrecrric RAmway JOURNAL 
Of, SAI ae 20nmnLOLe mm its 
Pinkley has been in charge 
of the drafting department 
of the company for the last 
five years and has also 
been in charge of the build- 
ing department for the last 
two years. These depart- 
ments will be consolidated 
with the way department. 
Mr. Pinkley was born in 
Missouri in 1878 and was 
graduated from the elec- 
trical engineering department of the University of Missouri 
in 1899. He entered the employ of the Imperial Electric 
Light & Power Company, St. Louis, Mo., in 1899, in the 
operating department. After serving two years with this 
company he accepted a position in Nashville, Tenn., and 
subsequently was connected with consulting engineers in 
St. Louis for eighteen months. He next entered the em- 
ploy of the Union Electric Light & Power Company, St. 
Louis, Mo., and served with it in the operating and con- 
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struction departments. He resigned from this company in 
1907 to become connected with The Milwaukee Electric 
Railway & Light Company. Mr. Pinkley will supervise 
the construction and maintenance of the company’s tracks 
and structures and the civil engineering and drafting work. 
Mr. Pinkley is an associate of the American Institute of 
Electrical Engineers. 


Mr. R. I. Guttstadt, civil engineer, Royal Prussian State 
Railroads, arrived in New York on April 24, 1912, to study 
heavy electric traction developments in the United States. 
Mr. Guttstadt is accompanied by ‘his brother, Mr. Frederick 
R. Guttstadt, who isa lawyer, Mr. Curt Heilfron, of the Prus- 
sian State Railroads, and Mr. Wilhelm Linsenhoff, of the 
Provincial Prussian Railways. They are planning to stay 
in this country until the end of June and will visit Boston, 
New York, Buffalo, Chicago, St. Paul, St. Louis, Pittsburgh, 
Philadelphia and Washington. 


Mr. C. E. Brown, who was reported in the Erecrric RatL- 
way JourNAL last week as having resigned as general pass- 
enger and freight agent of the Michigan United Traction 
Company, was assistant to Mr. A. W. McLimont, formerly 
vice-president of the Michigan Railway Engineering Com- 
pany, and resigned from that position. Mr. IF, W. Brown 
has been general express and passenger agent of the Michi- 
gan United Traction Company, and continues in that capac- 
ity. Mr. J. W. Glendening is treasurer of the Michigan 
United Traction Company and assistant to Mr. J. F. Collins, 
vice-president and general manager of the company, who 
is temporarily in charge of the affairs of the construction 
department. 


Mr. T. D. Rhoades has retired as vice-president of the 
New York, Westchester & Boston Railway, New York, 
N. Y., and as receiver of the Detroit, Toledo & Ironton 
Railroad, Detroit, Mich., to become president of the Railway 
Storage Battery Car Company, New York, N. Y., which has 
been organized to finance and sell the output of the Edison- 
Beach car manufacturing plant. Mr. Rhoades has been 
connected with railroad work for many years. He was born 
in Green County, Pa., on April 27, 1858, and eutered railway 
service in 1875 with the Empire Line. He continued in 
railway work until 1895 and then for three years he engaged 
in banking and the hotel business at Chicago. He has been 
connected with the New York, Westchester & Boston Rail- 
way since May 15, 1905. 


OBITUARY 


John L. Blessing died on April 22, 1912, at his residence 
in Chicago. Mr. Blessing had been a resident of Chicago 
for forty years, and up to fifteen years ago, when he re- 
tired as a division superintendent, was closely connected 
with the development of the street-railway system on the 
west side of the city now controlled by the Chicago Rail- 
ways. He was associated for years with the late Charles T. 
Yerkes. Mr. Blessing was seventy-three years old. 


Thomas Jefferson Coolidge, Jr., died at his home in Bos- 
ton, Mass., on April 14, 1912. Mr. Coolidge was a graduate 
of Harvard College, Harvard Graduate School and Harvard 
Law School. Although banking was the chief business of 
Mr. Coolidge, he had many other financial interests, espe- 
cially in the field of public-service companies. Up to a re. 
cent date he was director of the Edison Electric [luminat- 
ing Company of Boston, General Electric Company, Georgia 
Railway & Electric Company, Boston Elevated Railway, 
Underground Electric Railways Company, Ltd., of London, 


Amoskeag Manufacturing Company, and several other com- 
panies. 
George T. Rehn, secretary, treasurer and general 


manager of the Hornell (N. Y.) Traction Company, died at 
his home in Hornell on April 12, 1912. Mr. Rehn was born 
in Philadelphia on Oct. 12, 1840, and resided there until 1858, 
when he removed to Natchez, Miss., where he was engaged 
in the plantation supply business for fourteen years. He 
removed to Hornell in 1892 and became general superin- 
tendent and treasurer of the Hornellsville Street Car Com- 
pany, which has since, with the Canisteo Electric Railroad, 
been consolidated into the Hornell Traction Company. Mr. 
Rehn was elected president of the Chamber of Commerce 
of Hornell four years ago and held this position at the time 
of his death. 
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Construction News 


Construction News Notes are classified under each head- 


ing alphabetically by States. 
An asterisk (*) indicates a project not previously re- 


ported. 


RECENT INCORPORATIONS 


*San Ramon Valley Railroad, Danville, Cal.—Incor- 
porated in California as an extension of the Oakland, An- 
tioch & Eastern Railway from Walnut Creek to Danville, 
a distance of 7 miles. Walter Arustem, president. 

*Indianapolis, Crawfordsville & Danville Electric Rail- 
way, Indianapolis, Ind.—Incorporated in Indiana, presum- 
ably to succeed the Indianapolis, Crawfordsville & W estern 
Traction Company or the Indianapolis, New Castle & 
Northern Traction Company, the property of which com- 
panies was sold under foreclosure recently. Incorporators: 
Fred. A. Likely, Helen E. Clayton, John P. Tood, Walter 
S. Glass and Henry H. Hornbrook. 

*Ellsworth-Washington Street Railway, Washington, Pa. 
—Application for a charter has been made by this company 
in Pennsylvania to build an electric railway from Ellsworth 
to Somerset, Pigeon Creek, Vanceville, Opossum Run, Little 
Chartiers Creek, Zediker, South Strabane and Washington, 
a distance of about 14 miles. Incorporators: Charles S. 
Caldwell, John W. Warrick, I. E. Paul, L. S. Vowell and 
Frank B. McKinley. 

*Tennessee Railway, Light & Power Company, Nashville, 
Tenn.—Incorporated in Maine on April 23, 1912, with A. G. 
3radley, Portland, as clerk. This company will take over 
the properties mentioned in the ELrecrric RarLway JOURNAL 
of April 13, 1912, page 633. Authorized capital stock, $50,- 
000,000 common and $20,000,000 preferred. 

*Charleston Traction Company, St. Albans, W. Va.— 
Chartered in West Virginia to build a 40-mile electric rail- 
way from St. Albans to Mount Carbon via Charleston and 
Montgomery. Capital stock, $250,000. Incorporators: W. G. 
MacCorkle, S. B. Chilton, W. T. Moore, George E, Suther- 
land and S. Hess, all of Charleston, W. Va. 

*Chicago Short Line Railway, Madison, Wis.—Applica- 
tion for a charter has been made in Wisconsin by this com- 
pany to build an electric railway from Lancaster to Chicago, 
Ill. Capital stock, $25,000. Incorporators: A. H. Patch, 
Frederick Wetmore and Alexander Robertson. 


FRANCHISES 


Tempe, Ariz—The Salt River Valley Electric Railway, 
Phoenix, has received a franchise from the Council in 
Tempe. This line will connect Phoenix, Scottsdale, Tempe, 
Mesa, Chandler, Alhambra, Glendale and Peoria. F. M. 
Winter, Phoenix, president. [E. R. J., March 2, ’12.] 


Los Angeles, Cal—W. E. Dunn, attorney for the Los 
Angeles Railway, has agreed to install a third-rail on San 
Pedro Street, Los Angeles, under proper restrictions, pro- 
vided the proposition meets the approval of H. E. Hunting- 
ton, president of the company. By the tentative agreement 
it was proposed that the Pacific Electric Railway should 


‘have a franchise on San Pedro Street for the operation of 


interurban cars and that, in order to accommodate local 
service, a broad-gage line should be operated between Sixth 
and Aliso Streets. 

Santa Clara, Cal—The Peninsular Railway, San José, has 
received a franchise from the Board of Trustees to build a 
line in Santa Clara. 

Hartford, Conn.—The Norwich, Colchester & Hartford 
Traction Company, Norwich, has asked the Board of Select- 
men for a franchise to change a portion of its tracks on Oak 
Street to cross highways in Hillstown, Forest Street and 
Silver Lane and to build on Silver Street in Hartford. Most 
of the grading has been done on this line as far as Hills- 
town and the company expects to start construction this 
summer, 

New Haven, Conn.—The Connecticut Company has 
asked the Board of Aldermen for a franchise to double- 
track and extend some of its lines in New Haven. 


; Griffin, Ga—W. J. Massee, representing the Atlanta, 
Griffin & Macon Interurban Railway, has asked the Council 
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for a franchise in Griffin. The line will connect Macon, 
Forsyth, Barnesville, Griffin and Atlanta. [E. R. J., April 
oh pe 

Towa City, Ia—The Davenport, lowa City & Western 
Traction Company, Pierre, S. D., has received a twenty- 
five-year franchise from the Council in Iowa City. This 
70-mile electric railway will connect Davenport, Iowa City, 
Maysville and Tipton. C. E, Coon, Omaha, Neb., is inter- 
ested. [E. R. J., March 23, ’12.] 

Chanute, Kan.—The Union Traction Company, Coffey- 
ville, has received an extension of its franchise from the 
Council to build its line in Chanute. 

Louisville, Ky.—The franchise created by the city of 
Louisville for the construction of an electric railway on 
Slevin Street, from Twenty-sixth to Thirtieth Street, thence 
to Alford and thence to Twenty-sixth Street, forming a loop, 
was purchased by the Louisville Traction Company at the 
upset price fixed in the ordinance, $100._ It will be used for 
the extension of the Main Street line of the Louisville Rail- 
way. [E. R. J., March 23, ’12.] 

*Lewiston, Mont.—George D. Cochrane, Lewiston, has 
asked the City Council for a franchise to build an electric 
railway in Lewiston. 

Albany, Ore.—The Oregon Electric Railway, Portland, 
has received a franchise from the Council through Fifth 
Street in Albany. é 

Elco, Pa—The Allenport & Roscoe Street Railway, a 
3-mile extension of the Pittsburgh Railway’s Charleroi line, 
has asked the Council for a franchise in Elco. If satisfac- 
tory arrangements can be made this line will be built this 
year from Roscoe to California. 

McKeesport, Pa.—The Pittsburgh, McKeesport & West- 
moreland Railway has received a franchise from the Coun- 
cil for a line from the city line to the business center of 
McKeesport. 

Woodlawn, Pa—The Woodlawn & Southern Street Rail- 
way, Woodlawn, has received a franchise from. the City 
Council to extend its lines in Woodland. 

Providence, R. I1—The Rhode Island Company, Provi- 
dence, has asked the Council for a franchise to double-track 
and extend some of its lines in Providence and also to build 
the East Side tunnel. 

Chattanooga, Tenn.—The Chattanooga, Rome & Atlanta 
Railway has received a franchise from the Council in Chat- 
tanooga. [E. R. J., Feb. 24, ’12.] 

*Corpus Christi, Tex.—The Council has been asked to 
grant a franchise to build an electric railway in Corpus 
Christi to be known as the Corpus Christi Traction Com- 
pany. 

*Yoakum, Tex.—E. B. Carruth, J. W. Greer and asso- 
ciates have received a fifty-year franchise from the Council 
to build an electric railway in Yoakum. 

Salt Lake City, Utah—The Utah & Salt Lake Electric 
Railway, Salt Lake City, has received a franchise from the 
Council for a franchise in Salt Lake City. This 70-mile line 
will connect Salt Lake City, Payson, Sandy, Draper, Murray, 
Lehi, Provo, Spanish Fork and Springville. A. J. Evans is 
interested. [E. R. J., March 9, ’12.] 

Chehalis, Wash.—The Washington-Oregon Corporation, 
Vancouver, has received a franchise from the County Com- 
missioners to extend its line to the Coal Creek mines, 

Kenosha, Wis.—The Kenosha Electric Railway has re- 
ceived a franchise from the Board of Aldermen to double- 
track Main Street and build additional track on Market 
Square in Kenosha. 


TRACK AND ROADWAY 


Lethbridge (Alta.) Municipal Tramway.—It is reported 
that work has been begun by this company at Stirling on its 
line from Lethbridge to Weyburn. John Tomothy, Edmon- 
ton, is the contractor in charge. [E. R. J., Dec. 1, ’12.] 

*Auburn, Cal.—G. B. Herrington, Auburn, plans to build 
an electric railway in Auburn from Aeolia Heights on the 
eastern city limits of Auburn to the new Southern Pacific 
depot on Nevada Street, if the citizens of Auburn will’ sub- 
scribe $30,000. 

San Joaquin Light & Power Company, Fresno, Cal.—Sur- 
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veys will be begun at once by this company on its new line 
from Coalinga to the coast. 


San Francisco, Napa & Calistoga Railway, Napa, Cal.— 
This company has awarded the contract for grading be- 
tween St. Helena and Calistoga to George Cushing, Rich- 
mond. 

*Tulare, Cal.—A new line is to be built from Tulare to 
Visalia, Porterville and Lindsay. David Oliver, Jr., and 
H. M. Coffin, San Francisco, are said to be interested. 

Wilmington & Southern Traction Company, New Castle, 
Del.—Work has been begun by this company on an exten- 
sion between Rose Hill and Front Street and Market Street 
in Wilmington. 

*Tampa, Fla.—Lee Dekle, Tampa, and others are inter- 
ested in a plan to build an electric railway to connect Tampa, 
Clearwater and St. Petersburg. 

Hillsboro (Ill.) Railway.—This company has awarded a 
contract for construction of its line between Hillsboro and 


Taylor Springs to Driscoll & McCalman, Decatur. J. J. 
Frey, general manager. [E. R. J., March 2, ’12.] 
Springfield-Northwestern Interurban Railway, Spring- 


field, Ill—This company has increased its capital stock from 
$15,000 to $150,000. Ralph N. Baker, Springfield, president. 
[EHEC al'vg LD EGneaay 0 is] 

Vincennes & Southeastern Interurban Railway, Vincennes, 
Ind.—It is reported that this company has secured financial 
backing and will soon begin the construction of its line to 
connect Petersburg, Vincennes, Jasper, Otwell, Algiers 
Monroe City, Cannelton, Tell City and Newtownville. Fran- 
cis B. Morgan, New York City, promoter. [E, R. J., Nov. 
Ay ene 

Salina, Tipton & Northern Railway, Salina, Kan.—The 
State Utilities Commission has granted permission to this 
company to issue stock to the amount of $1,000,000. The 
company has planned an interurban line to extend from 
Salina to Osborne. [Ee Ry J, Mebs24) 12: 


Kentucky Central Electric Railway, Frankfort, Ky.—This 
company, recently chartered in Delaware, has been organ- 
ized with J. M. Richerson, Glasgow, Ky., president, and 
George R. Lewis, Glasgow, treasurer. Arrangements have 
been made with the Indianapolis Construction Company, it 
is stated, for financing and building the line, which will be 
constructed from Glasgow to Hodgenville, Ky. [E. R. J. 
April 13, ’12:] 

*Houma, La.—Surveys are being made for an electric rail- 
way from Montegut to Thibodaux. L. Block, New Orleans, 
is interested. 

Berkshire Street Railway, Pittsfield, Mass—Negotiations 
between the Council and this company have been completed 
and the track laying for the northern and Kemp Park exten- 
sions in North Adams will be begun at once. 

Michigan Traction Company, Kalamazoo, Mich.—More 
than $200,000 will be spent by this company during the sum- 
mer for improvements to its lines running into Kalamazoo. 
Some of the lines will be rebuilt and extensions built in dif- 
ferent parts of Kalamazoo. It is expected that the company 
will electrify the Fruit Belt line in the near future. 


Duluth (Minn.) Street Railway.—This company plans to 
expend between $200,000 and $300,000 on improvements this 
year. Nearly 10 miles of new rails will be laid and work 
will soon be begun on the Ninth Street extension. Many 
other extensions are planned. 

Minneapolis, St. Paul, Rochester & Dubuque Electric 
Traction Company, Minneapolis, Minn.—Work will be re- 
sumed at once by this company, completing its line to Fari- 
bault and Owatonna, 

Twin City Rapid Transit Company, Minneapolis, Minn.— 
Work will be begun at once by this company on the exten- 
sion of its Emerson Avenue line to Forty-fourth Street in 
Minneapolis. 

St. Paul Southern Electric Railway, St. Paul, Minn.—This 
railway is being built by the Interurban Construction Com- 
pany. At the present time 18% miles have been graded and 
the rails will soon be laid. This 130-mile electric railway 
will connect St. Paul, Hastings, Cannon Falls, Pine Island 
and Rochester, The Illinois Steel Company is furnishing 
the steel, corrugated culverts, etc. The American Steel & 
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Wire Company is furnishing the trolley wire, messenger 
cable guy wire and bonds, which will be of the all wire, 
solid terminal compressed type No. 0000 cross-section. W. 
L. Sonntag, St. Paul, general manager. [E. Rea eect. 
Ate 1s 

*Fillmore, Mo.—Surveys have been completed for a pro- 
posed 14-mile electric railway between Fillmore and Savan- 
nah. It is reported that this line is being planned with a 
view to have it become later part of the St. Joseph & Savan- 
nah Railway, St. Joseph. G. W. Spicer, Fillmore, is the pro- 
moter, 

Hannibal & Northern Missouri Railroad, Hannibal, Mo.— 
The receivers of this company have sold the property for 
$2,500 to Henry Funk, the original promoter, and his asso- 
ciates. This railway is projected between Hannibal, Pal- 
myra, Bethel, Sue City, La Plata and Philadelphia. [E. R. 
They, Jail RS 7) 

Missouri & Kansas Interurban Railway, Kansas City, Mo. 
—Plans are being made by this company to build a line from 
Olathe, the present terminus of the line, to Topeka. 


Public Service Railway, Newark, N. J.—Work has been 
begun by this company on the extension of the Jackson 
Avenue line through the old Bergen Road to the Greenville 
carhouse. 


Hudson & Manhattan Railroad, New York, N. Y.—This 
company has been granted by the Public Service Commis- 
sion of the First District an extension from April 28 to June 
28, 1912, in which to begin work upon the proposed exten- 
sion of the railroad from Thirty-third Street to the Grand 
Central Station. It is estimated that this extension will cost 
about $5,000,000. 7 


Columbus, Kenton & Toledo Traction Company, Kenton, 
Ohio.—Plans are being made by this company to begin soon 
the construction of its line between Findlay, Richwood, Co- 
lumbus, Kenton and Toledo. The first section will be built 
between Findlay and Kenton. The company has again 
asked the Public Service Commission for authority to issue 
$50,000 in stock and $1,375,000 in bonds to cover the cost 
Ofthenwoukes |B. Re. Apriler3g,12:|| 


Oklahoma (Okla.) Railway.—Surveys have been made by 
this company for an extension north and west from El 
Reno, through Kingfisher, Kiel and Okeene, toward Wood- 
ward in western Oklahoma. 


London & Lake Erie Railway & Transportation Com- 
pany, London, Ont.—Plans are being considered by this 
company to extend its line to Aylmer, Malahide and Yar- 
mouth. 


Niagara, St. Catharines & Toronto Railway, St. Cath- 
arines, Ont.—This company writes that its plans are not yet 
complete for the extension from Fort Erie to Port Col- 
borne. Only preliminary surveys have been made for cross- 
ing the canal and no definite line has been decided upon. 
The surveys which have been made have all been in charge 
of W. P. Chapman, engineer. 


Sarnia (Ont.) Street Railway.—This company plans to 
build an extension to Lake Huron Park pavilion. 


Toronto & York Radial Railway, Toronto, Ont.—Plans 


have been submitted by this company to North Toronto 
for a new proposition for the privilege of double-tracking 
Yonge Street. 


*Eugene, Ore.—Surveys have been made and right-of-way 
has been secured for a 10'%4-mile electric railway between 
Eugene and Creswell. P. E. Snodgrass and F. L. Chambers, 
Eugene, are interested in the project. 


Errol Heights Railway, Portland, Ore.—Surveys have 
been completed and capital has been secured for the con- 
struction of a I-mile railway on Knapp Avenue and East 
Thirty-second Street, Portland. C. W. Hodson, 269 Wash- 
ington Street, Portland, president. [E. R. J., April 6, tee 

Cumberland Railway, Carlisle, Pa.—Plans are being made 
by this company to begin work at once on its extension 


from Newville to Shippensburg and Chambersburg, a dis- 
tance of about 23 miles. 


Slippery Rock & Grove City Railway, Grove City, Pa— 
Work will be resumed by this company in June on its line 
between Slippery Rock and Grove City. When the line was 
first taken up 6 miles were graded and abutments placed 
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for a bridge over Wolf Creek. This line will be equipped 
with gasoline motor cars. J. C. Barr, Grove City, is in 
charge. 

Pittsburgh, Monongahela & Washington Railways, Mon- 
ongahela City, Pa—Surveys will be begun at once by this 
company on its 14-mile line between Monongahela City and 
Ellsworth. 

Petersburg, Pa.—Right-of-way is being secured for the 
15-mile electric railway to connect Petersburg and Mc- 
Alevy’s Fort, via Shavers Creek Valley. Samuel Long- 
necker, Petersburg, and Robert Armstrong, Logan, are 1n- 
terested. [E. R. J., Nov. 11, ’11.] 

Portland Railway, Light & Power Company, Portland, 
Pa.—This company plans to begin work at once to lay tracks 
on Sandy Boulevard and Milwaukee Street in Portland. 

Chambersburg, Greencastle & Waynesboro Street Rail- 
way, Waynesboro, Pa—Surveys have been completed and 
the contract will soon be awarded by this company to build 
an extension line from Highfield to Waynesboro. 

York (Pa.) Railways.—Plans are being made by this com- 
pany to extend its line from Sherman and Market Streets 
eastward to the city limits of York. 

Belle Fourche & Spearfish Electric Railway, Belle 
Fourche, S. D.—Surveys for this electric railway between 
Belle Fourche and Spearfish, a distance of 10 miles, have 
just been completed by A. D, Wilson, Deadwood, and plans 
for securing the right-of-way are complete. A. A. Moodie, 
Belle Fourche, is interested. [E. R. J., Nov. 18, ’11.] 


*Centerville, Tenn.—John W. Frye and others, oi Center- 
ville, plan to construct a hydroelectric plant near Center- 
ville. It is stated that current will be used for the opera- 
tion of an interurban line. J. C. Keifer, said to represent 
Cincinnati interests, is also negotiating for sites along Duck 
River, in the neighborhood of Centerville and his plans are 
understood to have to do with interurban developments. 

Memphis (Tenn.) Street Railway.—Negotiations have 
been closed for the extension of the Jackson Avenue line 
through the new subdivision owned by the Speedway Land 
Company. This line will be built as soon as the franchise 
ordinance which is now being prepared is passed. 

*Dallas, Tex.—A company is being formed to build a 
54-mile electric railway between Dallas and Greenville and 
other north Texas towns. Among those interested are: 
J. B. Wilson, William Doran, Henry L. Seay, H. O. Samuell, 
John V. Hughes and R. H. Stewart of Dallas, D. T. Bomar 
and William Ward of Fort Worth. 

Dallas Consolidated Electric Street Railway, Dallas, Tex. 
—This company has placed contracts to rebuild its Bryan 
Street line in Dallas from Cantegral Street to St. Joseph 
Street, replacing the present 77%-lb T-rails with 80-lb T-rails, 
the street to be paved with bitulithic pavement with wood 
block headers against rail. The track is to be built on a 6-in. 
concrete foundation. 

Bay Shore Rapid Transit Company, La Porte, Tex.—Sur- 
veys are being made and other preliminary work is under 
way by this company to build an interurban line along the 
Houston ship channel from Houston to La Porte. Gasoline 
motor cars will be used. S. F. George has charge of the 
local details of the work. [E. R. J., May 6, ’12.] 


Logan Rapid Transit Company, Logan City, Utah.—This 
company has awarded a contract for ties, ete., for the con- 
struction of 20 miles of its line to the Oregon Lumber 
Company. The line will extend through Cache County and 
connect Hyrum, Logan City, Smithfield and Richmond. 
The Commissioners of Cache County have signified their 
willingness to grant the company a franchise through 
Cache County. Robert Anderson, Ogden, general manager. 


Ogden (Utah) Rapid Transit Company.—Improvements 
to cost approximately $75,000 and constituting 4 miles of 
extensions to the present lines in Ogden have been an- 
nounced by this company. 

Richmond & Rappahannock River Railway, Richmond, 
Va.—Surveys have been begun by this company at Fair 
Oaks. Charles L. Burnsville, N. C., president. [aie saa) 
April Toy raul wisi) 

Whatcom County Railway & Light Company, Belling- 
ham, Wash.—This company has been asked to consider 
plans to extend its line in the Geneva district. 
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SHOPS AND BUILDINGS 


Pacific Electric Railway, Los Angeles, Cal_—This com- 
pany will build new repair shops and terminals in San Ber- 
nardino in the near future. 


San Ramon Valley Railroad, Walnut Creek, Cal.—This 
company has purchased a tract of land in Walnut Creek to 
be used as a-site for a station. Frederick E. Brooke is in- 
terested. 

Fort Wayne & Northern Indiana Traction Company, Fort 
Wayne, Ind.—Work will be begun within a few weeks by 
this company on the construction of a new freight station 
in Fort Wayne. The structure will be 119 ft.x 30 ft. The 
cost is estimated to be about $10,000. 

Des Moines (Ia.) City Railway.—Bids are being asked by 
this company for the construction of its new carhouse in 
Des Moines. The structure will be one story, 211 ft. x 183 ft. 
and of brick construction. [E. R. J., March 30, ’12.] 

Hutchinson & Northern Railway, Hutchinson, Kan.— 
This company plans to build an interurban station at the 
corner of Avenue B and Walnut Street, Hutchinson. The 
station, it is planned, would be the central passenger depot 
for this company and the Hutchinson & Western Railway, 
and possibly the Union Pacific Railroad. C. O. Hitchcock, 
Hutchinson, is interested. 

Wichita Railroad & Light Company, Wichita, Kan.— 
Abandoned as a power plant by this company a year ago, 
the old building at Tenth and Wichita Streets, Wichita, is 
to be transformed into a machine shop and equipped with 
new machinery to cost $10,000. 


POWER HOUSES AND SUBSTATIONS 


British Columbia Electric Railway, Ltd., Vancouver, B. C. 
—During the next few months this company will award con- 
tracts to build two substations, one with a 1000-kva capac- 
ity and the other with a 3000-kva capacity. 

Oakland, Antioch & Eastern Railway, Oakland, Cal.— 
This company has ordered a 750-kw motor-generator set, 
consisting of a 11,000-volt synchronous motor and a gen- 
erator delivering direct current at 1300 volts, from the West- 
inghouse Electric & Manufacturing Company. 

East Shore & Suburban Railway, Richmond, Cal.—This 
company has ordered one 1500-kw motor-generator set, con- 
sisting of a 10,000-volt, 60-cycle, synchronous motor and a 


600-volt, direct-current generator, from the Westinghouse - 


Electric & Manufacturing Company. 

Jersey Central Traction Company, Keyport, N. J.—This 
company has awarded a contract for a 1500-kw turbo-gen- 
erator for its power plant. 

Rochester Railway & Light Company, Rochester, N. Y.— 
Specifications are being prepared by this company for a 
new power station to be built in the near future. The new 
station will be located in the eastern part of Rochester, but 
at what point has not been decided. 

Beaver Valley Traction Company, New Brighton, Pa.— 
During the next few months this company will purchase 
tubes for retubing a 200-hp Stirling boiler. 

Fairmount Park Transportation Company, Philadelphia, 
Pa.—This company advises that it has just installed two 
new Babcock & Wilcox boilers at its power plant. 

Whatcom County Railway & Light Company, Belling- 
ham, Wash.—This company plans to build a new substation 
in Bellingham. 

Seattle (Wash.) Electric Company.—This company has 
ordered two 1500-kw motor-generator sets, delivering 250- 
volt direct current, for operation on a three-wire system, 
from the Westinghouse Electric & Manufacturing Com- 
pany. The three motors are three-phase, 13,200-volt, syn- 
chronous type. 

Chippewa Valley Railway, Light & Power Company, Eau 
Claire, Wis.—During the next few months this company will 
award contracts to build a new substation in Eau Claire. 
The structure will be 50 ft. x 60 ft. 

Chicago & Wisconsin Valley Railway, Madison, Wis.— 
This company plans to build power plants at Middleton 
Junction and at Wausau in the near future. Allen T. Rus- 
sell, Chicago, general manager. 
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ROLLING STOCK 


_ Springfield (Mass.) Street Railway expects to purchase 
five express cars. 

Worcester (Mass.) Consolidated Street Railway is in the 
market lor three gondola cars. 

Los Angeles (Cal.) Railway Corporation has ordered 
fifty cars and trucks from the American Car Company. 

South Covington & Cincinnati Street Railway, Covington, 
Ky., has ordered twenty single-truck cars from the St. 
Louis Car Company. 

City & Suburban Railway, Brunswick, Ga., has ordered 
one 25-ft. 6-in. semi-convertible car body with trucks from 
The J. G. Brill Company. 

Boston (Mass.) Elevated Railway has ordered thirty-five 
double-truck semi-steel body cars from the St. Louis Car 
Company and forty cars from the Laconia Car Company. 

Cape May, Delaware Bay & Sewell’s Point Railroad, Cape 
May, N. J., has ordered two 18-ft. 3-in. storage battery motor 
bodies and two special single trucks from The J. G. Brill 
Company. 

Milwaukee Railway & Light Company, Milwaukee, Wis., 
has ordered one 7-ton locomotive equipped with two 
Westinghouse No. V-49 motors and K-45 control from the 
Westinghouse Electric & Manufacturing Company. 

TRADE NOTES 


L. R. Pomeroy, New York, N. Y., consulting engineer, 
has moved his office to 105 West Fortieth Street, New York. 

Frederick V. Henshaw, New York, N. Y., will remove his 
office on May 1 to the Bankers’ Trust Building, 14 Wall 
Street, New York. 

A. M. Kittredge has resigned as president of the Barney 
& Smith Car Company, Dayton, Ohio, after thirty-two years 
of continuous service. 

H. D. Walbridge & Company, New York, N. Y., will re- 
move their offices on April 29 to the Bankers’ Trust Build- 
ing, 14 Wall Street, New York. 

McGuire-Cummings Manufacturing Company, Chicago, 
Ill., has moved its general offices to the eighth floor of the 
Harris Trust Building, Chicago. 

W.S. Barstow & Company, Inc., New York, N. Y., man- 
aging engineers, have elected George C. White, Jr., and 
Lucien Hamilton Tyng directors. 

Curtain Supply Company, Chicago, Ill., announces that it 
has added to its Western organization a new representative, 
Fred M. Egolf, and to its Eastern organization, George E. 
Fox. 

Westinghouse Electric & Manufacturing Company, Pitts- 
burgh, Pa., has elected Paul M. Warburg, of Kuhn, Loeb & 
Company, a director to succeed Charles A. Moore, who 
resigned. 

Brown & Clarkson, Washington, D. C., composed of M. N. 
Brown and C. D. S. Clark, with headquarters in the South- 
ern Building, Washington, will act as mining and topo- 
graphic engineers. 

Montreal Engineering Company, Ltd., Montreal, Que., on 
May 1 will move its headquarters to Toronto, Ont., where 
it will have offices in the Bell Telephone Building, 76 Ade- 
laide Street West. 

Niles-Bement-Pond Company, New York, N. Y., on May 
1 will remove the Chicago office from the Commercial Na- 
tional Bank Building to the McCormick Building, 332 South 
Michigan Avenue, Chicago. 

Indianapolis Brass Company, Indianapolis, Ind., is con- 
structing two new buildings as additions to its main factory. 
The steadily increasing business of the company has made 
the new buildings necessary. 

Queen & Company, Philadelphia, Pa., manufacturer of 
scientific and electrical instruments, has been placed in the 
hands of Richard S. Hunter, receiver, by Judge McPherson, 
of the United States District Court. 

W. R. Garton Company, Chicago, IIl., will move to new 
quarters at 15-21 South Desplaines Street on May 1. This 
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move is necessitated by the increased business during the 
past two years. The company has recently taken the 
agency for Waterbury wire, ropes and cables. 

Hoeschen Manufacturing Company, Omaha, Neb., has 
appointed Joseph William Peck its sales engineer. Mr. 
Peck has been assistant signal engineer of the Union Pa- 
cific Railroad since 1907, and previous to that time he was 


connected with the Union Switch & Signal Company for 


three years. 

Duplicator Manufacturing Company, Chicago, Ill. has 
moved its office from the Old Colony Building to 1170 
Monon Building, where ample warehouse and shipping room 
space has been secured. This company has recently opened 
a branch office at 50 Church Street, New York, N. Y., and 
another in the Piper Building, Baltimore, Md. 

T. H. Symington Company, Baltimore, Md., has elected 
Charles J. Symington, formerly general sales agent at Chi- 
cago, vice-president in charge of sales, with headquarters in 
New York. Thomas C. de Rosset, sales agent, has been 
appointed manager of Eastern sales, with headquarters in 
Baltimore, vice John F. Symington, who has resigned to be- 
come associated with the banking house of Hambleton & 
Company, of Baltimore. 

Haskell & Barker Car Company, Michigan City, Ind., an- 
nounces that Robert E. Frame has become connected with 
the company. Mr. Frame was connected with the shops of 
the Pullman Company, Chicago, for seven years. For a 
time he was estimating engineer for the Western Steel Car 
& Foundry Company, Chicago, and in 1901 was appointed 
assistant mechanical engineer of the American Car & Foun- 
dry Company, with office at St. Louis, Mo., later being 
appointed mechanical superintendent at St. Louis. In No- 
vember, 1900, he was transferred to Chicago in the office of 
first vice-president and general manager, from which posi- 
tion he has just resigned. 

Union Switch & Signal Company, Swissvale, Pa., an- 
nounces that J. J. Cozzens has become connected as a repre- 
sentative of the company. Mr. Cozzens began his signal 
work on the West Pennsylvania division of the Pennsyl- 
vania Railroad in 1886, where he served as signal foreman 
for six years. On March 1, 1892, he entered the employ of 
the Union Switch Signal Company as foreman, and in 
November, 1893, he became connected with the New York 
Central & Hudson River Railroad as general signal fore- 
man. After acting as foreman for the Standard Signal Com- 
pany for several years, Mr. Cozzens returned to the New 
York Central & Hudson Railroad in 1oor as assistant super- 
visor of signals and was later made assistant signal engi- 
neer of the Western district. In 1909 he was appointed 
chief engineer of the Kinsman Block System Company, 
where he remained until the company suspended business 
operations in IQItr. 


Griffin S. Ackley, president and manager of the Ackley 
Brake & Supply Company, New York, N. Y., and inventor 
of the Ackley adjustable no-staff brakes, found tramway 
trade conditions in Europe, where he has been traveling, 
generally very satisfactory. He stated that almost all the im- 


portant lines in Russia are adopting these brakes and that . 


the Berlin company is filling a contract for Ackley adjust- 
able brakes for all the cars in Vienna. Mr. Ackley reports 
that the Cie Francaise des Freins Ackley, Paris, has secured 
several large orders for no-staff brakes from roads whose 
conditions demanded more platform room. Several of the 
largest tramways in Spain are also using the no-staff on this 
account. In Belgium most of the local tramways are using 
Ackley brakes and the Belgian car builders are shipping ears 
equipped with Ackley brakes all over the world. The 
British Ackley Brake Company has been very successful in 
the introduction of Ackley brakes in the British Isles and 
colonies, where interest in the no-staff brake is heightened 
by the plans. for experimenting with prepayment cars on 
several lines. 


Ralph Sanger has resigned his active interest in the firm 
of Wonham, Sanger & Bates, New York, N. Y., to become 
vice-president of the Atlantic Vehicle Company. This com- 
pany is a new organization with a strong financial backing 
which is placing on the market a complete line of electric 
trucks and delivery wagons in five sizes ranging from 5 
tons to 1000 lb. in capacity. Its factory is at North Newark, 
N. J., and its offices and showrooms are at 1600 Broadway, 
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New York. The president of the company is McKinley 
Boyle, president of the Continental Car & Equipment Com- 
pany, Louisville, Ky., and also president of the Louisville, 
New Albany & Corydon Railroad. The chief engineer of 
the new company is Arthur J. Slade, widely known in the 
automobile industry and considered one of the best authori- 
ties on motor trucks in the country. Mr. Sanger states that 
the Atlantic Vehicle Company has ample capital and is 
planning to manufacture and equip motor tower wagons, 
trolley emergency wagons and other automobile trucks of 
special design for different phases of electric railway serv- 
ice. Herbert L. Satterlee, general counsel for the com- 
pany, had charge of the organization of the company. 


General Railway Equipment Company, New York, N. Y., 
has been incorporated in Maine with an authorized capital 
stock of $15,000,000, to manufacture railway equipment, prin- 
cipally complete systems of automatic safety equipment. 
The capital stock is divided into $5,000,000 of 7 per cent 
preferred, cumulative stock after May 1, 1913, and $10,000,- 
000 common stock, the par value of the shares being $100. 
The present issue of $1,500,000 preferred and $4,500,000 
common stock has been authorized to take over the follow- 
ing companies, which have an outstanding capital stock of 
$2,155,000: United States Electric Company, National 
Telephone Selector Company, Sandwich Electric Company, 
Electric Switch & Signal Company, Charter Electric Com- 
pany, Sandwich Pole Changer Company, and International 
Telegraphic Call Company. The directors will be as fol- 
lows: Newman Erb, Jules S. Bache, of J. S. Bache & Com- 
pany; James Gayley, former first vice-president of the 
United States Steel Corporation; W. G. Besler, vice-presi- 
dent and general manager of the Central Railroad of New 
Jersey; John W. Griggs, ex-Governor of New Jersey; C. N. 
Sigison, treasurer of the United States Electric Company, 
and George M. Seeley, vice-president of the National Tele- 
phone Selector Company. The corporation will also act as 
agent in this country for the Allgemeine Elektricitats 
Gesellschaft, of Berlin. Roland W. Mann, 15 Broad Street, 
New York, N. Y., is syndicate manager. 


ADVERTISING LITERATURE 


Watson-Stillman Company, New York, N. Y., has issued 
a 64-page catalog which lists and illustrates numerous types 
and sizes of hydraulic benders manufactured by the com- 
pany. 

Vereinigte Isolatorenwerke Aktiengesellschaft, Berlin- 
Pankow, Germany, has issued a circular showing views of 
its apparatus for making electrcal car and shop tests to de- 
termine defects in motor and control equipment. 

E. Keeler Company, Williamsport, Pa., has issued a 46- 
page catalog in which the Keeler water-tube boiler is de- 
scribed. Numerous illustrations are presented which show 
this type of boiler installed in plants in various parts of the 
country. 

Bucyrus Company, South Milwaukee, Wis., publishes in 
Steam Shovel News for April, in addition to interesting 
notes of the field, the following articles: “Revolving Shovel 
Excavation in Frozen Ground” and “The Truckee-Carson 
Irrigation Project.” 

Trussed Concrete Steel Company, Detroit, Mich., has is- 
sued the Trus-Con handbook, which is devoted particu- 
larly to the subjects of waterproofing, damp-proofing and 
technical paints. The publication contains a complete dis- 
cussion of all the various methods of protecting masonry, 
concrete, plaster and steel against water, dampness, ete. 
Full analyses of various conditions are treated, and a par- 
ticular remedy is suggested in each case. Specifications and 
directions for use of various methods and materials are 
given in detail. 

Westinghouse Electric & Manufacturing Company, Pitts- 
burgh, Pa., has issued Leaflet No. 2446, which describes and 
illustrates type QK electrically operated brakes for direct- 
current crane and hoist motors. Leaflet No. 2449 describes 
types 536 and 537 hand-operated controllers for light crane 
and hoist service. Type SP electrically operated brakes de- 
signed especially for mill and crane service, built in sizes 
of from 5 hp to 200 hp, are described in Leaflet No. 2447. 
Three-wire direct-current generators are described together 
with their principle of operation in a 16-page circular issued 
by the company. 


